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Locomotive Orders 


REMINDER of the special difficulties of British loco- 
motive builders compared with foreign competitors, 
arising partly from the practice of the home railways 
in large part to build their own engines and order rela- 
tively few from outside builders, has been given by Mr. 
J. B. Mavor, Chairman of the North British Locomotive 
Co. Ltd. He points out that 97 per cent of his com- 
pany’s turnover in 1953 was for export, which in present 
circumstances is an unhealthy position, and he stresses the 
difficulty of competing with countries such as Germany 
and Japan unless the locomotive manufacturers can get 
some support from home buyers when export orders are 
short. Many railways in foreign countries order from 
private builders in their own country. It has frequently 
been pointed out that orders from railways in this country 
would provide an element of stability, because a steady 
flow of work would help to spread overhead costs—with 
consequent benefit to the prices which can be quoted 
for export products—and retain a skilled labour force that 
might tend to leave the industry for lighter or otherwise 
more congenial employment. As the locomotive shops 
of British Railways are mainly concerned with repair and 
maintenance, a proportion of the new construction for 
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British Railways might with advantage be transferred to 
private builders on a long-term basis. Now, when many 
matters concerning the nationalised railways are under 
active consideration by the Government, the time might 
be opportune to consider whether such a change of policy 
might be practicable and in the wider national interest. 
The matter of prices and costs, as between locomotives 
constructed in railway and private builders’ works, would 
have to be carefully investigated. The Chairman of the 
British Transport Commission, Sir Brian Robertson, stated 
last month at the Institution of Locomotive Engineers’ 
annual luncheon that the Commission appreciated the im- 
portance of the British locomotive building industry in the 
export market and would show its appreciation “ when it 
could.” Whether this means that any such action is con- 
templated in the near future is conjectural. In view of the 
importance of the private locomotive builders in the 
national economy, there is good ground for investigating 
any means by which assistance may be given them in 
markets which are becoming increasingly competitive. 


Financing C.I.E. Diesel Purchase 
A PUBLIC issue of capital for £4,500,000 will be made this 
year to finance the approved contract for the purchase 
of 94 main-line diesel locomotives by Coras lompair 
Eireann in pursuance of tenders issued last September. The 
name of the successful tenderer has not yet been disclosed, 
but it is announced that the first locomotive will be de- 
livered in about a year’s time and delivery thereafter will be 
at the rate of eight a month. In addition, C.LE. is to build 
at Inchicore 50 steam locomotives to burn turf or oil. The 
full C.I.E. ten-year programme covers an expenditure of 
£10,000,000 on 105 diesel locomotives. The improved 
financial situation of C.I.E., which has halved its 1952-53 
losses of slightly more than £2,000,000, is stated to be 
mainly the result of increased diesel working. The under- 
taking is now committed to an almost complete changeover 
to diesel transport. The saving in fuel costs has been the 
most significant economy, but better methods of working 
and an increase in traffic brought about by using diesel trains 
have contributed. It is hoped still more to reduce losses in 
1954-55, but it is feared that traffic may fall off; also, labour 
and other costs have risen. 


Manila Bonds Purchase 


HE Manila Railway Co. (1906) Ltd. has sold to the Philip- 
pine Government its holding of refunding bonds in the 
Manila Railroad Company. The amount involved is 
U.S. $13,236,000 and the payment is being made in cash. 
Reports of the settlement last week caused sharp rises in 
Manila Railway stocks on the London Stock Exchange, as 
reported in our April 23 issue, and holders of debentures 
and preference stock are looking forward to an early pay- 
out. No interest has been paid on the £1,840,462 of deben- 
tures since 1942. The settlement will cover repayment of 
both classes of the debentures and the full preference capital. 
Compensation and other payments will determine the sum 
available to ordinary stockholders. The Manila Railroad 
was built and owned by the Manila Railway Co. Ltd., a 
company registered in London in 1906 and later reorganised 
as the Manila Railway Co. (1906) Ltd. to hold securities of 
the Manila Railroad Company of New Jersey. In 1917 the 
Philippine Government purchased the entire capital stock 
of the Manila Railroad Company, which was incorporated 
in the Philippines two years later. 


Engineering Exports 


A SUBSTANTIAL increase in the volume of engineering 

exports in the fourth quarter of 1953 appears to have 
continued into the first quarter of the current year, accord- 
ing to the Trade & Navigation Accounts for March. These 
exports, which averaged £87,000,000 a month, were higher 
in the past quarter than in any since January-March of 
1952. The alteration in the United Kingdom trade classi- 
fication to a system based on the standard international 
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trade classification of the United Nations facilitates com- 
parison with other countries. German engineering exports 
advanced rapidly from 1950 and last year their total value 
was more than half those of this country; the average 
monthly value of exports of machinery and transport equip- 
ment from Germany more than trebled in 1950-53. Com- 
parison between periods is complicated by the long-term 
nature of many orders, which applies particularly to heavy 
industries such as locomotive building. 


Railway Rolling Stock 
HE new trade classification is in some ways an im- 
provement. Under Division 17 (“ railway vehicles ”) 
the list of overseas countries to which exports were sent is 
fairly comprehensive, though various countries are lumped 
together as “ other Commonwealth countries and Irish Re- 
public,” when they could surely have been shown separately. 
The quantity measurement for the division is tons, but loco- 
motive units could have been given as well. Railway 
vehicles are analysed as steam locomotives, under and over 
40 tons, electric locomotives, internal combustion locomo- 
tives with mechanical and with electrical transmission, rail- 
cars “and other descriptions of rail vehicle, complete,” 
motor coaches, and other railway carriages, wagons and 
trucks for railways of over 3 ft. and not exceeding 3 ft. 
gauge—a rough, if useful demarcation between railway and 
tramway—and rolling stock parts. Having regard to the 
difficulty of comparison with other periods caused by ship- 
ment dates and other factors, it is possible only to record 
that the total value of railway vehicle exports for January- 
March this year was £11,816,000 against £9,704,000 for the 
first quarter of 1953, the corresponding figures for steam 
locomotives over 40 tons being £2,573,000 (£1,288,000) and 
for “internal combustion ’’—presumably mainly diesel— 
locomotives £4,368,000 (£2,745,000). 


Overseas Railway Traffics 


NTOFAGASTA (Chili) & Bolivia Railway receipts rose 
from £54,834 for the week ended March 19 to 
£75,030 for that ended April 2, then dropped to £51,319 
for the following week, and were £57,926 for the week 
ended April 16. The incidence of holidays in Chile and 
Bolivia is one factor which invalidates comparison be- 
tween the figures for corresponding dates of 1953 and 
1954, last year’s amounts being considerably higher. Cur- 
rency receipts were converted to sterling at the rate of 
bolivianos 538-14 to the £ during the weeks of this year 
referred to above, whilst the corresponding rate last year 
was 170:29; the peso conversion rate this year, during these 
weeks, was pesos 440-60, with one slight variation, and the 
corresponding rate of 1953 was about 339 to the £. Peru- 
vian Corporation gross receipts for March were soles 
10,689,000 and bolivianos 49,342,000, compared with 
9,567,000 and 20,206,000 respectively for March, 1953. 
The Peruvian average remittance rate was soles 54-00, 
against 43/44 in March, 1953. The Bolivian oflicial remit- 
tance rate for restricted amounts was bolivianos 537-08, 
against 169-61 last year. Remittances to London from 
Peru and Bolivia for the nine months to March 31 were 
£651,887, compared with £799,553 for the corresponding 
nine months of 1952-53. 


Steel in 1953 


HROUGHOUT 1953 the British steel industry was able 
to work at an expanding rate, according to the annual 
report for the year of the British Iron & Steel Federation. 
Much new plant came into existence with the completion 
of the first postwar development plan and the launching of 
the second plan, and adequate raw materials were avail- 
able. The industry achieved a record steel output of 
17,600,000 tons, about 1,500,000 tons higher than the 1952 
rate. This made possible the removal of distribution con- 
trol. With plate production, output rose to nearly 2,500,000 
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tons, a record for any one year. Exports of plates were 
reduced so that the home market received a large increase. 
It is admitted, however, that some difficulties persisted be- 
cause of the strength of demand. A greater tonnage of 
materials for the steel industry was carried by British Rail- 
ways in 1953 than ever before, and with the help of new 
steel and ore-carrying wagons. On the Transport Act of 
1953, the report remarks that though nothing is known of 
the British Transport Commission proposals for reorgani- 
sation of the railways, the Federation considers it would 
help the industry to preserve the central contacts hitherto 
enjoyed with the railways on matters such as the design and 
supply of wagons and distribution of freight rolling stock. 


Hundred Years of Service 


A! the present time Thomas Allen Limited is celebrating 
its centenary as a cartage business, founded in the 
City of London. During the whole of that time it has been 
the cartage contractor for the Guinness Brewery and for 
the British & Irish Steam Packet Co. Ltd., two important 
associations, although since its early days it has embraced 
work for a great number of major industrial undertakings, 
including British Railways. Since 1920 Thomas Allen has 
been bought by Coast Lines Limited and the present Chair- 
man of both companies is Captain A. R. S. Nutting. The 
Managing Director of Thomas Allen Limited is Mr. B. G. 
Turner, who has held that position since 1932, nearly ten 
years after he first joined the board, and under whom much 
of the great expansion of the company has taken place. 
It was, for example, the only haulage contractor in the 
country to become directly to undertake work for the 
Ministry of Aircraft Production during the recent war, and 
through one of its subsidiary companies it still maintains 
a good deal of engineering output. The story of Thomas 
Allen from its earliest days has been interestingly brought 
together in a book* which has been published to mark the 
centenary, and which gives an excellent account of a long 
period of development and progress. 


Stabilising a Retaining Wall 
LSEWHERE in this issue is a description of the 
measures recently taken to stabilise a retaining wall 
over 40 ft. in height in the North Eastern Region of British 
Railways. This wall was built as long ago as 1840, but it 
seems strange that, unless it is founded on solid rock, it 
should have been built without footings and with the 
bottom of its foundations only | to 3 ft. below the bed 
and 6 ft. below the water level of the river which washes 
its foot at some velocity. The wonder is that it has never 
previously given trouble during its 114-yr. life. The other 
threat to its stability was from percolation of surface-water 
from above into the fill-pocket behind the wall; improved 
drainage has now been provided to divert the hill-side flow 
from the pocket. With this precaution taken, and with 
the new sheet-piling and concrete apron reinforced by 
heavy buttressing now stabilising the wall, it should be a 
good many years before further trouble occurs, despite 
the concentration of so much weight on the piling and 

12-ft.-wide foundations behind it. 


Centenary of Brazilian Railways 


ODAY Brazil celebrates the centenary of its first rail- 
way, the ten-mile Mand Railway which was opened 

on April 30, 1854, in the presence of the Emperor, Dom 
Pedro II, from Praia da Estrella at the end of Guanaraba 
Bay, on which stands Rio de Janeiro, to Raiz da Serra at 
the foot of the Organ Mountains. The line was promoted 
by Irinew Evangelista de Souza, later Baron Mauda, the 
moving spirit of early railway development in Brazil, 
whose name is commemorated by the Leopoldina Railway 


* “The First Hundred Years of Thomas Allen (Ltd.)” —-58-84, Hermitage Wall, 
Wapping, London, E.1. 
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terminus in Rio. In 1872 he received a concession to 
extend the line up the Serra to the Imperial summer resort 
of Petropolis, and transferred his interests to the Com- 
panhia Estrada de Ferro Principe de Grao Para, which 
eventually became part of the Leopoldina system. The 
mountain section, where the line rises some 2,600 ft. in 34 
miles, is worked on the Rigginbach rack system and a 
heavy traffic is skilfully handled over gradients as steep 
as 1 in 54, with a 2-2-2 named Baroneza, supplied by W. 
Fairbairn & Sons, of Manchester, for the Mauda line, 
began the happy connection between the British locomo- 
tive and rolling stock industry and the Brazilian railways 
which has continued ever since. 


British Railways Class ‘‘ 3”’ Standard Tender Engine 


HE first of the British Railways standard class “3” 
2-6-0 tender engines has recently been completed at 
Swindon Works. The locomotives, of which 20 are to be 
built, have much in common with the standard class “3° 
2-6-2T engines, and are of the same tractive effort. In 
continuation of the policy followed with previous standard 
designs, they have been designed with the view to maximum 
route availability on main and secondary lines, as well as 
the interchangeability of many of the locomotive’s com- 
ponents: axleboxes and guides, lubricating and sanding 
equipment, and so on. The leading pony truck is also of 
standard design, and the tender, although somewhat smaller, 
follows the same pattern as used for other British Railways 
standard tender engines; the cab layout is also similar. 
These features facilitate both manufacture and repair costs, 
besides keeping stores balances to a minimum, without 
impeding repairs. On completion, ten of the new engines 
will be allocated to the North Eastern and ten to the Scot- 
tish Region. The locomotive is illustrated elsewhere in this 
issue. 


Mr. Cyril Williams 

T is difficult to believe that, after today, the familiar figure 
of Mr. W. Cyril Williams, Sales Director of Beyer 
Peacock & Co. Ltd., to a certain extent will be withdrawn 
from the transport scene. Mr. Williams, who is retiring 
from the executive position of Sales Director after nearly 
fifty years of service to railways, will remain a Director of 
the company, and his worldwide and encyclopedic know- 
ledge of railways will still be at the disposal of Beyer 
Peacock. Mr. Williams has been a pioneer in the promo- 
tion of British export trade, particularly with regard to 
locomotives. He was early an enthusiastic advocate of the 
advantages to be obtained by the introduction of the Beyer- 
Garratt articulated locomotive, with the initial tests of which 
he was associated. He has been outstandingly articulate 
and successful in the promotion of this form of steam trac- 

tion in many, parts of the world. 

Mr. Williams’s wide experience and knowledge of over- 
seas railways was freely drawn on by the War Office and 
the Ministry of Supply during the 1939-45 war, and he 
actively participated in the work of his company on impor- 
tant armaments programmes and the locomotive production 
for the campaigns during that period. His railway travels 
have taken him to all parts of the world, including the whole 
of the African continent; South America, where he visited 
Ecuador, Colombia, the Argentine, Chile, and Brazil; Iran; 
India; Burma; Australia and New Zealand; Russia; Iraq: 
Turkey, and most countries in Europe. His early journeys 
in Africa and South America were made by means of every 
kind of transport over routes subsequently covered by rail- 
ways. His contributions to the technical press have been 
many; he has also read a number of papers before the Insti- 
tution of Locomotive Engineers, of which body he served 
with distinction as President during the year 1949-50. His 
many friends at home and overseas will be glad to learn 
that, as a member of the board of Beyer Peacock & Co. 
Ltd., Mr. Williams’s outstanding knowledge of transport in 
general, and of railways in particular, will continue to be 
at the disposal of his company. 
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One Year Under the Transport Act 


HE action taken to implement the provisions affecting 
the railways during the year that has almost elapsed 
since the Transport Act became law on May 6, 1953, 
has necessarily been limited in scope, though progress 
seems to have been as quick as those who framed the Act 
could have wished. Ihe reorganisation scheme for 
British Railways submitted, under the Act, to the Minister 
of Transport by the British Transport Commission was to 
provide inter alia for the abolition (“if it has not already 
been abolished”) of the Railway Executive. As antici- 
pated by the Act, abolition in fact took place first, at the 
end of September last, simultaneously with that of all the 
other Executives of the Commission except the London 
Transport Executive. This step was effected by the 
Minister of Transport, Mr. Alan Lennox-Boyd, after con- 
sultation with the Commission, in whose view it would 
help in the discharge of its duties. 

Whereas boards of management were set up, on aboli- 
tion of the Road Haulage, Hotels, and Docks & Inland 
Waterways Executives, to conduct the management of 
these undertakings, the central management of! British 
Railways under the temporary organisation to be replaced 
in due course by that finally approved, is vested in the 
Commission; the staffs of the Commission and the Railway 
Executive were very largely fused; two Members of the 
Railway Executive retired, and one, Mr. J. C. L. Train, 
was made a Member of the Commission, and the others 
Chiefs of Services at Commission headquarters. Mr. F. A. 
Pope, an existing Member of the Commission, and Mr. 
Train, were charged with certain responsibilities as to rail- 
way matters. At the same time the Chief Regional Officers 
of the six Regions of British Railways were termed Chief 
Regional Managers and accorded a greater measure of 
autonomy, with a corresponding diminution of the 
functional element in the chain of responsibility which 
had been a much criticised characteristic of organisation 
under the Railway Executive. This interim organisation 
suffers from a number of defects, but those concerned have 
done their best to ensure maximum efficiency during a 
difficult transitional period. The enhanced status of the 
Chief Regional Managers probably has been an important 
factor conducive to efficiency. 

Devolution of authority to the railway Regions is in 
accord with the clauses of the Act dealing with the reor- 
ganisation of the railways. The Act requires the Commis- 
sion to submit to the Minister its plans for the railway 
reorganisation. This the Commission is understood to have 
done. What its proposals are and in what form the scheme 
will emerge after discussion by Parliament is not yet 
known. The provisions of the Act as to the form of 
organisation are vague. 

Except for the declared intention of the Government 
to decentralise railway management, there is little indica- 
tion cf what it intends. On the other hand, it is signifi- 
cant that the Chairman of the Commission, Sir Brian 
Robertson, is reported to have stated last month in Edin- 
burgh that a board would be set up to control the railways 
in Scotland, for the whole of which country the Act 
expressly enjoins that an authority for the railways shall 
be set up. Sir Brian Robertson is stated moreover to have 
expressed his wish to see this board made responsible for 
the co-ordination of all the Commission’s activities in 
Scotland. This latter, if it came about, would be a useful 
measure if it involved return to railway control of docks 
and canals, hotels and railway catering, with their own 
road transport restored to the railways on an adequate 
scale. 

In the absence of charges schemes put forward the 
clauses in the Bill giving greater freedom to the railways 
in quoting rates and fares have not yet been tested. Nor 
have the new procedures for obtaining authority for rate 
and fare increases yet been used. The application for a 
freight rate increase made early in the year, and that for 
passenger fare increases in the London area, now under 
consideration of the Transport Tribunal were made under 
the existing procedure. 

The disposal of the Commission’s read haulage assets 
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seems to be making fairly satisfactory progress, though 
the prices at first offered by buyers tended to be un- 
reasonably low. It was recently announced by the Com- 
mission that the “second round” of bids for some 
vehicles generally are reasonable. It remains, however, 
to be seen whether the maximum of 3,500 vehicles which 
may be retained by the Commission under the Act—one- 
fifth more than those owned by the railway-owned ancil- 
lary undertakings taken over at nationalisation—will suffice 
to compensate the railways for the loss of the position they 
would have had in the light of the growth of road traffic 
since 1948, but for the operation of intervening legislation. 


Southern Region Summer Timetables 


HE summer train services in the Southern Region, 
which operate from June 14 to September 19 inclusive, 
are almost identical with those of 1953. One interesting 
change concerns the “Devon Belle” all-Pullman train, 
which, while adhering to its previous times, down on Satur- 
days and Sundays at 12 noon from Waterloo, and up on 
Saturdays, Sundays, and Mondays at 12 noon from Ilfra- 
combe, on Fridays in the down direction is to have an 
entirely new schedule from Waterloo at 4.40 p.m. Instead 
of the Wilton stop (to change engines only) it will make 
a passenger stop at Salisbury, running the 83-7 miles from 
Waterloo in 85 min.; the next stop will be at Axminster, 
with the 61.1 miles from Salisbury covered in 67 min.; 
and after that, calling as on the other workings at Sidmouth 
Junction, it will reach Exeter Central at 7.56 p.m. From 
Exeter St. Davids to Barnstaple Junction will be run non- 
stop, and Ilfracombe will be reached at 9.48 p.m. Despite 
the additional stops, this will be 19 min. quicker than the 
Saturday and Sunday down timing of 5 hr. 27 min. 


The 1.25 a.m. down express from Waterloo to Ifracombe, 
Plymouth and Padstow is altered to start at 1.15 a.m., and 
still reaches Exeter Central at 5 a.m., as before; but from 
there the Ifracombe and Bideford section is altered to leave 
in advance of the Plymouth section, at 5.4 a.m., and all 
intermediate stops are cut out from Exeter Central to Barn- 
staple Junction. Ilfracombe thus is reached 52 min. earlier, 
at 6.50 a.m. This is the first Southern passenger train on 
record to be booked through the Western Region St. 
Davids Station at Exeter without stopping. Actually this 
alteration has been brought into operation in advance of 
the summer timetable, being introduced by special notice 
at the beginning of March. 

The many weekend through trains during the summer 
season between the Midlands and the North and the South 
Coast this year will include one between Sheffield and 
Hastings. From July 3 to September 11 this will leave 
Sheffield Victoria at 11.58 midnight, Nottingham Victoria 
at 1.7 a.m. and Leicester Central at 1.53 a.m., reaching 
Brighton at 6.4 a.m., Eastbourne at 6.54 a.m., Bexhill at 
7.20 a.m. and Hastings at 7.35 a.m. In the reverse direction 
departure will be from Hastings at 10.20 a.m., Bexhill at 
10.36 a.m., and Eastbourne at 10.42 a.m., reaching Leicester 
at 4 p.m., Nottingham at 4.40 p.m., and Sheffield at 5.54 
p.m. Withdrawal at the end of last summer of some pas- 
senger services in the Isle of Wight has enabled all trains 
on the Island to be shown in the one Waterloo-Portsmouth- 
Isle of Wight table. 

Certain changes in the Continental services are of in- 
terest. In particular, on the 8 a.m. service from Victoria 
via Dover-Ostend, the steamer will be accelerated 30 min., 
arriving at Ostend Quay at 2 p.m., and by a fast connection 
from there Brussels will be reached at 3.45 p.m., 78 min. 
earlier than in 1953. The 10 a.m. service from Victoria via 
Dover /Ostend wili connect at Ostend with the new German 
“ Sapphire ” diesel-electric train, giving an arrival in Liege 
at 6.56 p.m., Cologne at 8.27 p.m., and Dortmund at 10.11 
p.m. By connection at Cologne with the “ Rhein-Main” 
diesel train, it will be possible to reach Mainz at 10.39 p.m. 
and Frankfort at 11.7 p.m. In the reverse direction pas- 
sengers will leave Frankfort at 7 a.m., Mainz at 7.27 a.m., 
Dortmund at 8.4 a.m., Cologne at 9.42 a.m., and Liége at 
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11.25 a.m. and will reach Ostend at 2 p.m., connecting with 
the 2.30 p.m. sailing, with arrival in Victoria at 8.50 p.m. 
The times of 8 hr. 56 min. from London to Liége and 10 hr. 
27 min. to Cologne, as also of 9 hr. 25 min. and 11 hr. 
8 min. respectively in the opposite direction, are believed 
to be the fastest ever in force. 


The Indian National Coach Factory 


HE construction of the Indian Government railway 
coach building works at Perambur, near Madras, is 
expected to be completed this year. Tenders were called 
by the Railway Board in January for the supply of plant 
and machinery in some 20 groups, and machinery is likely 
to be obtained early next year. The factory is scheduled 
to begin production by the middle of the next year and it is 
planned in the first year to turn out 50 coaches. 

The new works is adjacent to the existing broad-gauge 
locomotive, carriage and wagon shops of the Southern 
(former Madras & Southern Mahratta) Railway at Peram- 
bur. The layout for the factory was prepared and finalised 
in consultation with the Chief Production Engineer of the 
Swiss Car & Elevator Manufacturing Corporation, of 
Schlieren, Zurich, who visited the Indian railways for this 
purpose in 1951. 

A technical aid agreement in respect of the project 
was entered into with this firm, and draughtsmen of the 
Carriage & Wagon Design Wing of the Central Standards 
Office of the Indian railways were sent for six months to 
the Schlieren works for training in the design of coaches 
of tubular lightweight welded construction. Twenty tech- 
nicians also are to go to the works for a period of advanced 
training in the building of such stock. The coaches which 
Perambur will turn out will conform to this type, and will be 
similar to those which have been supplied recently to India 
by the Swiss Car & Elevator Manufacturing Corporation. 

On the basis of single-shift working the full production 
capacity of the factory, which should be reached by 1957, 
will be between 300 and 350 broad-gauge coaches a year; 
this total, it has been stated, will meet all the replacement 
requirements of the Indian railways and make India inde- 
pendent of imports of coaches. The aim of the Indian 
Railway Board to become self-sufficient as soon as possible 
in the supply of coaching stock was apparent from the 
editorial article in our January 22 issue, when it was 
reported that Mr. Lal Bahadur Shastri, Minister for Rail- 
ways & Transport, had announced that almost all new 
coaches to be acquired would be produced in India. 


The cost of the Perambur Works is given as approxi- 
mately Rs. 4°5 crores; the machinery will cost nearly Rs. 
2 crores. The plant, it is claimed, will be the largest of 
its type in Asia. The coaches will be turned out in semi- 
finished condition, and it is understood that the individual 
railways to which they are allocated will be responsible 
for their furnishing. 


Installations already producing passenger rolling stock 
for the Indian railways include that of the Hindustan Air- 
craft Limited, at Bangalore, the output of which it is 
intended to increase from 100 to !80 coaches a year, and 
those of Braithwaite & Co. (India) Ltd., and the Indian 
Standard Wagon Co. Ltd., which together can produce 
up to 250 a year. The workshops of the six railways have 
an annual capacity of about 500 coaches. 





CENTRAL OFFICE FOR ExCEPTIONAL LoADS.—The French National 
Railways have opened a central office in Paris to deal with appli- 
cations for the transport of exceptional loads. It replaces the 
special offices for each Region which have hitherto dealt with 
enquiries of this kind, and were obliged to consult with one 
another where loads were to be transported over the lines of 
more than one Region. The new office is open to the general 
public and deals with enquiries by telephone or letter for the 
transport of exceptional loads to any part of France. 
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Route Indication 


Cp of the first problems the railway had to face was 
how to handle traffic safely at junctions and other 
locations where there were points and crossings. The 
driver was expected to be as well acquainted with his 
route as was his stage coach predecessor, with the neces- 
sary skill and judgment to regulate his running accord- 
ingly. Where there were alternative routes, however, his 
path was selected for him by someone else, and to drive 
correctly he had to know what that was, for it might be 
the wrong one, obliging him to stop for the mistake to be 
rectified. 

In simple cases, in stations and sidings where speed was 
low, he had no great difficulty, at least by day, in observ- 
ing which way the points were set, but at junctions out on 
the line it was essential to advise him in good time of 
the situation ahead. Thus the first serious applications of 
signals, apart from protecting stations and enforcing the 
time interval, were seen at ordinary junctions, where, too, 
the first attempts at interlocking came to be made. Saxby’s 
original 1856 patent showed a double line junction. The 
principle naturally adopted in this and other cases where 
alternative paths could be followed was to indicate to 
the driver which one was open and hold him responsible 
for acting as circumstances dictated. 

One reason for the success of the semaphore type signal 
was its ease of adaptation to this function. Several arms 
could be placed on one post and allocated each to a dis- 
tinct route. With the application of interlocking to large 
stations in the 1860s such signals became very common 
and posts bearing six, seven, and more arms were some- 
times seen. The original junction layout in Saxby’s patent, 
however, had the posts fixed in horizontal geographical 
order, a logical conception, developed later into the 
bracket type “ splitting ” signal so familiar today. Eventu- 
ally this was insisted on officially for ordinary junctions, 
but not in stations. 

In other countries, also, using varying designs of signal, 
sometimes in conjunction with point indicators, the prin- 
ciple was followed of signalling the direction to be taken 
and where, as in France, the ordinary signals were not well 
adapted to grouping for this purpose, the route was denoted 
by additional ones of semaphoric pattern. In Central 
Europe the dislike of having under any circumstances to 
pass a red light led to peculiar forms of junction signal 
being designed which, while possessing some advantages, 
were cumbersome to work. Everywhere, however, the 
principle was the same, to tell the driver where he was 
being directed. What speed he should observe was left to 
him to decide, in his knowledge of the line. 

It would take us too far to consider how another con- 
ception came to find favour, that of indicating the maxi- 
mum speed permissible at a junction and not the route 
set up, though that could often be inferred therefrom. It 
seems first to have met with extensive support in America. 
Neither is it necessary to argue for or against either prin- 
ciple. If it is agreed, as it is still by British traffic officers, 
that the route principle is to be followed, the question is 
simply how best to carry that out. The bracket type 
signal is a clear and readily understandable means of con- 
veying route indications, much clearer than the old vertical 
arrangement of arms, but it takes up space laterally, not 
everywhere available. Nothing much more distinct could 
be wished for at a simple running junction, but at the 
approaches to large stations this system necessitated a con- 
siderable spread of signals, and with the addition of lower 
distant arms and calling-on arms, sometimes even dupli- 
cated by co-acting ones below, led at some places to an 
extraordinary multiplication of semaphores, not to men- 
tion the great cost involved. 

The only thing that offered to alleviate this situation 
while British semaphore signalling reigned supreme was 
the route indicator. Its history was traced in a most 
comprehensive paper read before the Institution of Rail- 
way Signal Engineers on March 17 by Mr. E. Alan 
Webster, who characterised it as one of the greatest steps 
forward in signalling from the driver’s point of view. It 


was no exaggeration to say that “forests of signals ” had 
disappeared in consequence of its introduction. This 
process has been especially marked of recent years with 
the spead of colour-light signalling. First suggested in the 
late 1870s, the route indicator appeared at London Bridge 
terminus in 1881, normally concealed letters or numbers. 
being displayed in conjunction with certain platform 
signals. Proving satisfactory, it was installed at several 
other stations, including some in Belgium, where Saxby did 
much work. The limited lighting resources then available 
made this indicator essentially a short range device, but 
this was not of great importance at the time. 

Some years later a design giving a fairly large symbol 
was produced by J. P. Annett, of the L.S.W.R., from which 
several others were derived. To exhibit a large indication 
mechanically involved much heavy mechanism, but pneu- 
matic actuation made the Annett and similar arrangements 
easier to instal. Another indicator, operated by an electro- 
magnet was introduced some 40 years ago and is still being 
applied. The principle, however, of all these devices was 
the same; it was in the selecting and moving of the symbols 
themselves that variations occurred. With electric power 
more readily available their lighting could be improved, 
but this itself offered a means of getting rid of all moving 
parts except controlling relays and forming symbols of 
lamps only, as in the next item indicator already well 
known in theatres, while obtaining at the same time 
improved visibility. This arrangement is now much em- 
ployed, with varying forms of controlling and proving, 
about which opinions differ, and to the features of which 
Mr. Webster referred. Electrically driven roller blind 
mechanisms, on the principle of vehicle destination indi- 
cators, also were introduced, and illuminated stencil de- 
vices, these latter being effective for certain situations. 

The characteristics of all these arrangements were out- 
lined in the paper, which discussed how route indicating 
should be applied and showed how a variety of considera- 
tions entered into what might be thought by some to be a 
simple problem. Finally, it dealt with the modern junction 
indicator. This is not a route indicator, in the original 
sense of the term, but an actual substitute for splitting 
signals at running junctions not requiring a symbol to be 
read by the driver. Simple in itself it too has taken slightly 
different forms, upon the advantages of which all are not 
agreed. Indeed, it was with justification that the President, 
Mr. T. Austin, closing the discussion, remarked that there 
appeared to be as many views on route indicators as there 
were designs in service. As long, however, as our present 
methods of controlling traffic apply in this country these 
indicators will retain their importance and Mr. Webster’s 
suggestions for regularising certain items of practice with 
regard to them seem to call for consideration. 


Nigerian Railway 

SUCCESSFUL year’s working which in almost every 
way produced record results is described in the report 

of the Nigerian Railway for the year ended March 31, 1953. 
This report was the last to be submitted by Mr. D. C. Wood- 
ward before retirement after six years as General Manager. 
The total tonnage hauled exceeded 2,000,000 for the first 
time, the previous highest being 1,841,000, in 1948-49, and 
at the same time the total revenue passed the £10,000,000 
mark and resulted in a surplus balance of over £2,000,000. 

The principal results are given below :— 


1951-52 1952-53 
(thousands) 
Passenger journeys Pm sida sind al 5,546 5,516 
Tonnage hauled ... wi eis ois sind 1,338 1,543 
Passenger train-miles kod ‘ald wile poe 1,165 1,229 
Goods train-miles iad wah wae onl 3,676 4,021 
(£ thousands) 

Passenger, parcels and mails receipts ... ‘on 1,318 1,470 
Goods and livestock receipts... Pm aa 6,185 8,552 
Road transport receipts ... ina = — 58 62 
Total operating receipts ... ‘ean ee ie 7,817 10,512 
Operating expenditure ... on aaa wai 4,862 6,057 
Operating surplus tae eve ‘ne “a 2,955 4,455 
Renewals contributions ... bee ee ad 1,250 1,500 
Interest on capital a “a i ans 840 841 
Net surplus aaa ‘si poe pan ae 495 2,176 


The operating receipts were an advance of 34 per cent 
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over the previous year, which was itself a record, and this 
advance was made up of 21 per cent derived from increased 
effort and 13 per cent from the increases in rates and fares 
which were introduced in 1951-52, but did not have their 
full effect until 1952-53. Limitations of locomotive power 
made it impossible to increase freight train miles as much 
as the demands for transport required, but more efficient 
loading enabled the movement of goods traffic, expressed 
in net ton-miles, to be increased by 25 per cent. The largest 
single factor in the demand for transport was the volume 
of foodstuffs and other goods for consumption within the 
country. This has increased in 13 years from a volume of 
150,000 to 518,000 tons. The tonnage of groundnuts, which 
remain the largest single commodity, was the second highest 
in any one year, and amounted to 338,000. Passenger 
journeys have fallen slightly but generally the passenger 
statistics show little change from the previous year. 

On the operating side, with only seven new main-line 
locomotives added to the fleet, an additional 334,000 tons 
(paying and non-paying) has been moved, and net ton- 
miles rose from 663,000,000 to 827,000,000. Vehicle miles 
decreased from 65,000,000 to 62,000,000. There was a 
net loss of tractive effort amounting to 250,000 lb. because 
of withdrawal from service of 16 locomotives which had 
reached the end of their useful life and the destruction of a 
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The number of engine failures dropped to 471, represent- 
ing a 25 per cent improvement on the previous year, but 
it is considered that there is still appreciable room for im- 
provement. Two second-class and four first-and-second 
class sleeping cars were placed in service during the year, 
as were a further 149 converted wagons. These comprised 
40 low-sided and 109 high-sided converted from American 
lease-lend wagons. 

There was unrest among miners in August and October, 
1952, and it was decided to import coal from South Africa 
and the United Kingdom so as to build up reserves. Thirty- 
six new five-ton road vehicles were received and 25 placed 
in service before the end of the year. 

Fair progress was made with the heavy capital works 
programme. At Jos the new passenger platforms have been 
brought into use and the permanent way has been re- 
modelled. Work at Ibadan, where the permanent way is 
being remodelled, and on the new running shed at Ebute 
Metta Junction, made good progress. 

The tonnage of traffic at the ports of Apapa and Port 
Harcourt increased by 5} per cent and 53 per cent respec- 
tively, and mechanical horses and trailers have been intro- 
duced at both ports. Clearance by road has been encouraged 
in order to decrease the quantity of local traffic by rail. 
The extension of Apapa Wharf has made satisfactory 





further locomotive in an accident. 


Publications Received 


Report of the B.I.M. Annual Confer- 
ence, Harrogate, 1953. London: British 
Institute of Management, 8, Hill Street, 
W.1. 9 in. x 5} in. 207 pp. Price 
7s. 6d.—This book gives in compact 
form the substance of papers read at 
the 1953 conference of the Institute 
and also notes of the debates and dis- 
cussions. Most of the book is capable 
of general application to railway prob- 
lems, but the contributions on com- 
munications in a large-scale under- 
taking and on the formulation of a 
company transport policy are of par- 
ticular interest. 


L’Année_ Ferroviaire, 1954 (The 
Railway Year, 1954). Paris 6e, Librairie 
Plon,, 8 Rue Garanciére. 9 in. x 53 in. 
223 pp. Maps, diagrams, and folding 
plate. No price stated—Every year the 
French National Railways present a 
review of their activities in which tech- 
nical and economic information not 
readily found elsewhere accompanies 
articles depicting aspects of railway 
work in a style attractive to the general 
reader. In this edition, Monsieur Louis 
Armand, General Manager of the 
S.N.C.F., discusses railway economics 
in the light of the conception of a 
united Europe; and Monsieur P. 
Marois, Commercial Manager, writes 
on the development of goods services 
and facilities in the face of competition. 
Technical contributions by other 
authors deal with diesel traction in 
France and abroad and with the results 
achieved during a full year of electric 
working on the Paris-Lyons main line, 
one satisfactory feature of this under- 
taking being definite evidence that new 
traffic which might have gone by road 
or air has been attracted to the rail- 
way. An article by Monsieur Pierre 
Devaux analyses the application to rail- 
way signalling of the principles which 
in other departments of activity have 


progress. 








created the calculating machine and the 
“electronic brain.” The general and 
statistical information sections in the 
second part of the book have been 
revised. In the chapter on electric trac- 
tion five pages are devoted to the 
“Etoile d’ Ambérieu” electrification, 
of which the first stage, between Lyons 
and Culoz, was completed last autumn. 


Parade of Power.—The Public Rela- 
tions & Betterment Board of the Vic- 
torian Railways has issued a 20-page 
booklet, “Parade of Power,” contain- 
ing illustrations and principal details of 
representative steam, electric and diesel- 
electric locomotives. Most Victorian 
Railways locomotives are general-pur- 
pose types, but an exception is the “S” 
class Pacifics built in 1928-30 and 
streamlined in 1937 to haul the “ Spirit 
of Progress.” British manufacturers 
are well represented in the locomotives 
featured, including Beyer Peacock & 
Co. Ltd., the North British Locomotive 
Co. Ltd., the English Electric Co. Ltd., 
and Walker Bros. (Wigan) Ltd. The 
booklet is priced at 6d. 


British Standard for Dimensions of 
Three-Phase_ Electric Motors—The 
British Standards Institution recently 
issued a standard dealing with the 
dimensions of fractional horse-power 
motors (B.S. 2048: 1953). To fulfil 
further the need for dimensional stand- 
ardisation of electric motors in the 
United Kingdom, a second standard 
(B.S. 2083: 1954) has now been issued. 
It establishes nine frame sizes for 
squirrel-cage, totally enclosed, fan- 
cooled, foot-mounted motors intended 
for industrial purposes and having a 
maximum continuous rating and is ap- 
plicable to 50-cycle motors at voltages 
not greater than 650 V. and covers 
motors of 1-20 h.p. at 1,500 r.p.m., syn- 
chronous speed. With the exception of 
the | h.p. four-pole motor, the dimen- 
sions specified are similar to those given 


in the American NEMA Standard MG 
1-1949, but for a given frame size the 
h.p. outputs have been increased to fall 
into line with practice in this country, 
and shaft dimensions have been en- 
larged accordingly. Copies can be ob- 
tained from the British Standards 
Institution, 2, Park Street, London, W.1, 
price 2s. 6d. 


Power-Samas Magazine.—The first of 
a new issue of the Power-Samas Maga- 
zine has recently been published. The 
magazine, which is issued by Powers- 
Samas Accounting Machines (Sales) 
Limited, has been redesigned to give it 
a more topical appeal. The contents 
include various contributions relating 
to the firm’s system, with many illus- 
trations depicting its various aspects. 


Self-Adjusting Arc Welding of Alumi- 
nium.—The Research Laboratories of 
the British Aluminium Co., Ltd., have 
completed the first part of their study 
of the self-adjusting arc welding pro- 
cess using the manual Aircomatic 
equipment, and the practical aspects of 
this subject, together with the informa- 
tion obtained on operating conditions 
and performance are given in their most 
recent publication, “ Practical Aspects 
of the Self-Adjusting Arc Welding of 
Aluminium.” The equipment, produced 
and marketed in this country by the 
British Oxygen Co., Ltd., under the 
trade name of Argonaut, uses the prin- 
ciple of an inert gas-shielded, metal-arc, 
Operating under self-adjusting condi- 
tions, in which the welding heat is sup- 
plied by a direct-current arc with the 
electrode positive. An important feat- 
ure of the process is the use of high 
current densities in the electrode; the 
minimum value being in the region of 
‘50,000 amps/sq. in., when the inert gas 
is argon. The arc is called self-adjust- 
ing, because the rate of consumption 
of the electrode varies with arc current 
and voltage. 
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THE SCRAP HEAP 


Refreshment Stop 


An express came to a jolting stop 
near Lissone, in Northern Italy, just a 
few feet from a figure lying across the 
track. Members of the train crew 
shook the man violently. He woke up 
and darted into woods nearby, leaving 
an empty wine bottle behind.—From 
the “Irish Times.” 


The Brighton Line 


The Brighton Railway is our especial 
favourite. The transport is rapid, and the 
contrast striking; you are not obliged to 
wander to out-of-the-way parts of 
London to get to the terminus [London 
Bridge]; and, above all, the scenery upon 
the line is unusually diversified and 
champaigny—if we may use the term. 

Who for one instant would compare 
the trouble and extortion of the old 
coachyard to the comfort of the station? 
We are snugly under cover, and have 
leisure to look about us, and make out 
our own histories of the people around. 
Carriages are revolving on the turn- 
abouts, to be added to the train; luggage- 
barrows are rumbling down the plat- 
form, and the porters are burying them- 
selves in the lockers, head first, like bees 
in bell-flowers.—From “ The Illustrated 
London News” of December 7, 1844, 
quoted by the “ British Railways Maga- 
zine, Southern Region.” 


Tilbury Line Centenary 


For the centenary earlier this month 
of the opening from Forest Gate 
to Tilbury of what became later the 
London, Tilbury & Southend Railway, 
the borough engineer of Barking, the 
Stephenson Locomotive Society, and 
other railway enthusiasts staged a small 
exhibition of photographs, models, and 
timetables at the Barking Town Hall. 

The borough engineer emphasises 
that this line was always proud of its 
punctuality and also of its smart rolling 
stock. The line to Tilbury was planned 


to carry London’s trippers, who found 
Rosherville Gardens to be a great 
attraction in the middle of the nine- 
teenth century. 

These gardens, a sort of Vauxhall, 
were at Gravesend, and a ferry service 
handled the new railway traffic arriv- 
ing at Tilbury. The extensive building 
of Southend which took place a few 
years later made the success of this 
small line a certainty—From “The 
Manchester Guardian.” 


Coin-Operated Barrow Service 

Put a coin (25 cents—ls. 9}d.) in a 
slot and you unlock a luggage cart from 
a rack in U.S.A. railway stations. Then 
you can handle your own bags and do 
red-capped porters out of tips. If you 
have time before the train leaves to put 
the cart back in the rack the slot mach- 
ine will return 10 cents—84d.—From 
the “ Daily Express.” 


Dominating Devon 


The Great Western Railway 
dominated Devon, and indeed the whole 
of the West of England, and what a 
splendid railway it was. It was as 
solidly built, as spaciously efficient, as 
safe to use, as unimpeachable, as the 
Bank of England. Men were proud of 
working for it, and served travellers 
with the courtesy and pride of those 
who knew their jobs and their high 
reputation. And those who used the 
railway felt in turn almost a personal 
affection for it, its complete depend- 
ability and its foibles . . . The whistles 
and the hooters blew interminably at 
St. David’s Station in Exeter on that 
December midnight [December 31, 
1947] to welcome the birth of British 
Railways; but I fancy that they would 
blow with even greater fervour today if 
the old Great Western were coming back 
to the men who understood it and were 
proud of it—From “ Devon,” by W. G. 
Hoskins. 








Brazilian Centenarian 





** Baroneza””’, the first locomotive in Brazil, supplied in 1854 by W. Fairbairn & 
Sons of Manchester (see editorial comment on page 482) 


Pullman to Paris 


LONDON TO PARIS 


1\ PULLMAN COMFORT 





Anew Southern Region poster showing 

the contrasting livery of British and 

Continental Pullmans in the ‘* Golden 
Arrow” service 


... and Lost Awhile 
(A recent British Railways lost property 
sale included nine manhole covers) 


The papers tell a pretty tale 

Of things that turned up in a sale, 
Of odds and ends left on the line, 
Including ‘“ manhole covers (nine).” 


True, with Amnesia’s artful air, 
Some curious things can be mislaid, 
Through innocent inconsequence 
Or absent-minded negligence. 


Man rushes madly here and there, 
Scattering possessions everywhere, 
But I, for one, begin to find 
Evidence of some master mind. 


All very well for us to state 

That objects are inanimate. 

What if they have some deep-laid plan 
To harass and embarrass man? 


Take gamps. 
world 

Of business never get unfurled; 

What if, frustrated, they hit back 

By gettting left upon the rack? 


Those sceptres of the 


Pursuing fancy’s imagery, 

Why the antipathy to me, 

Shown, as and when the spirit moves, 
Invariably by left-hand gloves? 


But, banish eccentricity 

Of thought awhile and mourn with me, 

For somewhere like disconsolate lovers, 

Nine manholes languish for their covers. 
A. B. 
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OVERSEAS RAILWAY AFFAIRS 


INDIA 


Increasing capacity of Assam Link 

The freight capacity of the Assam 
Link line of the North Eastern Railway 
is reported to be increased to some 200- 
250 wagons a day against the previous 
150-175. The line is stated to be meet- 
ing all the demands of consigners of 
tea, jute, and other produce of Assam. 

In view of the improvements during 
the war to the metre-gauge lines in the 
Assam Valley on both banks of the 
Brahmaputra and to the Pandu- 
Amingaon wagon ferry, the Assam Link, 
built after Partition to avoid transit 
through Pakistan territory, appears to 
be the section with the lowest capacity 
for traffic between Assam and other 
parts of the Republic of India. 


SOUTH AFRICA 


Woollen Waste Reclamation 

By improvement of the methods of 
reclaiming woollen waste, oil and grease, 
£540,338 was saved last year in foreign 
exchange. In 1939 woollen waste was 
bought at 9d. a Ib. Last year the cost 
was 6s. 4d. a Ib.; but it was fortunately 
possible to reclaim 1,046,670 Ib. at a 
total cost of £7,804, or less than $d. a 
lb., saving the Administration £496,920. 
The saving on new oil amounted to 
£43,418 and there was a saving also on 
locomotive grease. 


Barrier System at Reef Stations 

Since the introduction of the barrier 
system at 20 Reef stations, the sale 
of train tickets to non-Europeans has 
expanded steadily. 

The net increase in suburban pas- 
senger revenue since the introduction 
of barriers averages a little over £22,000 
a month after making allowances for 
the wages of 208 non-European barrier 
attendants and for interest on the capi- 
tal expenditure involved. Fifty-three 
European ticket-examiners have been 
withdrawn and are being employed else- 
where. 

Barrier working was introduced at 
some stations on June 15, 1953, and was 
extended to three additional stations on 
August 28. During the six months 
which ended September 30, 1953, and 
during part of which barrier working 
was in Operation, 59,050,513 passenger 
journeys were made on the Rand sub- 
urban system. The total for the corre- 
sponding period of 1952 was 55,055,222. 
The increase of more than 4,000,000 
journeys can be ascribed partly to the 
fact that free travelling on suburban 
trains has been greatly reduced as the 
result of barrier working. 

Chrome and Manganese Traffic 

The final analysis of manganese and 
chrome ore moved by rail from the 
mines during the 1953 calendar year 
shows that despatches of manganese for 


(From our correspondents) 


export amounted to 654,932 tons in 
comparison with 666,858 tons during 
1952. The total quantity sent by rail 
for export during the financial year 
1952-53 amounted to 742,744 tons, 
111,519 tons more than during 1951-52 
when the railway go-slow strike hit rail- 
way traffic. Chrome ore moved during 
1953 amounted to 592,143 tons com- 
pared with 468,555 in 1952. 


BELGIAN CONGO 
New Sleeping Cars 

Four sleeping cars have been supplied 
by S.A. des Ateliers de Construction de 
et 4 Familleureux, Belgium, to the Com- 
pagnie des Chemins de Fer du Congo 
Supérieux aux Grands Lacs Africains. 
They are 19-9 m. long, 2:9 m. wide and 
4 m. high from top of rail to the upper 
part of the roof and are for the 3 ft. 6 in. 
gauge. 

There is accommodation for 24 pas- 
sengers and the vehicles are divided into 
two first and two second class compart- 
ments, each consisting of six berths. 
The compartments provide the maxi- 
mum of space and comfort; they include 
wash stand, cupboard, luggage rack and 


recess, water closet, wash basin and 
shower-bath. 
At a small bar in the centre of the 


coach, between the first and second class 
compartments, light meals and refresh- 
ments are served. Lighting is fluorescent. 
The air-conditioning installation enables 
a temperature of 25 deg. C. to be main- 
tained throughout the coach. 


UNITED STATES 
Norfolk & Southern All-Diesel 


At the end of January the Norfolk & 
Southern Railway, a 733-mile railway 





Pho!v courtesy] 


connecting Norfolk, Virginia, with Char 
lotte, North Carolina, by a main line 383 
miles long, and with a number o 
branches, became an all-diesel system 
When the first diesels were introduced 
the line had 48 steam locomotives; to- 
day a heavier traffic is being handlec 
with 31 diesel units than was worked 
with 62 steam locomotives in the earlie: 
years of the railway’s history. Freight 
traffic only is carried. 


Central of Georgia Railway 


Hitherto the Central of Georgia Rail- 
way, a system of 1,816 miles connecting 
Chattanooga, Birmingham, Mont- 
gomery, and Columbus in the west with 
Macon, Albany, and Savannah on the 
Atlantic Coast, has been a subsidiary ot 
the Illinois Central System, though in- 
dependently operated. Recently an 
offer of sufficient Cential of Georgia 
stock to assure conjrol was made to the 
St. Louis-San Francisco Railway, and if 
accepted would have given that railway 
direct access from St. Louis, Kansas 
City, Oklahoma City, and Tulsa to the 
Atlantic, via Birmingham, as well as its 
present outlet to the Gulf of Mexico at 
Mobile and Pensacola. The St. Louis- 
San Francisco has decided not to take 
any action for the present. 

| 


HUNGARY 


New Express Locomotive 

A new 4-6-4 express locomotive has 
been constructed by the Mavag works 
for the State Railways. The design has 
taken into consideration specific Hun- 
garian needs—low axle-weights in view 
of the flat nature of the country and 
a maximum speed of 75 m.p.h. because 
of short distances between stations. As 
Hungary has plentiful supplies of brown 


(N. Stewart 


New 4-6-4 locomotive of th2 Hungarian State Ra‘lways built at Mavag 
works about to leave on a test run 
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coal, the automatic firing equipment has 
been adapted for brown coal stoking. 
The locomotive, equipped with four 
cylinders, can haul a 500-ton express at 
a speed of almost 70 m.p.h. on level 
track. The five-axle tender weighs 
37 tons empty and has a capacity of 
5,500 gal. of water and 13 tons of coal. 
The locomotive is fitted with a 
Heusinger-Walschaerts valve gear. 
There are a Knorr-type rapid action 
brake and a straight air brake. The first 
acts on each wheel; the straight air brake 
engages Only on the driving wheels, the 
trailing bogie and the tender. The cab 
is entirely closed, and has large windows 
giving a good view front and rear. 


BELGIUM 


* Radio-Train ” Excursion to Holland 

On Easter Monday the S.N.C.B. ran 
an excursion to Leiden and Amsterdam 
by a “ radio train ” with snack bar. The 
train left Brussels-Midi at 8 a.m. and 
reached Leiden at 11.55. Luncheon at 
Leiden was followed by a coach tour of 
the bulb fields and to Amsterdam, where 
time was allowed for a tour of the canals 
by launch. The return from Amsterdam 
was at 5.51 p.m. and Brussels-Midi was 
reached at 10.46. 


FRANCE 
Multi-Purpose Flat Wagon 


In collaboration with the S.N.C.F., of 


which it is a subsidiary company, and 
the Société Nouvelle des Ateliers, the 
New Container Company (Compagnie 
Nouvelle de Cadres) has designed and 
had constructed a new type of flat wagon 
which can be used for the conveyance 
of containers, road-vehicle _ trailers, 
lorries or other motor vehicles. The 
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wagon has an overall length of 14:38 m. 
(47 ft. 24 in.) and a length inside end- 
boards of 13-20 m. (43 ft. 34 in.). The 
tare weight is approximately 12 tonnes 
and the maximum permitted load about 
28 tonnes. 

The wagon is noteworthy in that it has 
been constructed, with a view to operat- 
ing internationally, inside the limits set 
by the British structure gauge, and with 
an underframe which permits the ex- 
change of axles at the French-Spanish 
frontier, thus making possible through 
running in the Iberian peninsula. 


Travel Agents 


The S.N.C.F. holds annually in Paris 
a conference of travel agents with the 
object of instructing them personally re- 
garding new and faster train schedules 
and other items likely to help them in 
* selling ” transport. 

The 1953 meeting took place early in 
December under the chairmanship of 
Monsieur Marois, Chief of the S.N.C.F. 
Commercial Department. On this 
occasion it was not limited to travel 
agents in France, and included repre- 
sentatives from countries as far afield 
as Egypt, Finland, Greece, Israel and 
Scandinavia. The meeting was ter- 
minated with an address by Monsieur 
Tissier, Chairman of the S.N.C.F. Board 
of Administration. 


Packaging Exhibition 

The S.N.C.F. was represented at the 
seventh packaging exhibition in Paris. 
The principal feature of the exhibition, 
and of the third handling equipment 
exhibition held at the same time, was the 
lightness of the materials used for the 
construction of packages, containers 
and pallets. 

The S.N.C.F. has been prominent for 
many years in educating traders in the 
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advantages of good packaging standards, 
and this was the theme of its stand. 
Reference was made to the intention of 
the S.N.C.F. to open in 1954 a new 
general packaging laboratory at Auteuil- 
Boulogne equipped with the most 
modern and powerful apparatus; this 
will be additional to the laboratory 
already in existence, to which we re- 
ferred in our October 10, 1952, issue. 
Library Facilities 

Each Region of the S.N.C.F. provides 
lending library facilities for its active 
and retired staff and their families. There 
is in each Region a central library head- 
quarters responsible for stocking the 
branch libraries situated at strategic 
centres throughout the Region. The 
Western Region central library head- 
quarters is at Paris St. Lazare and there 
are 63 branches. The branch at Cour 
de Rome in Paris holds some 14,000 
volumes, and caters for approximately 
8,000 borrowers of all ages. 


IRELAND 


Diesel Driving Trailers on G.N.R. 

The Great Northern Railway, which 
for some years has operated diesel trains 
of three or four coaches, made up of two 
railcars with one or two intermediate 
coaches, has now turned its attention to 
the two-coach diesel train for light sub- 
urban or branch service. Successful 
trials have been completed with a new 
combination consisting of one railcar 
and one driving trailer. 

So far two of the driving trailers have 
been built. They have a centre-corridor 
and seat 72; there is a driving compart- 
ment at one end. When not in use in 
diesel trains, they can run in steam 
trains. 





[A. Earle Edwards 


(Left) Train hauled by 4-8-2 locomotive at Madrid Atocha, terminus of the former Madrid Zaragoza & Alicante 
Railway ; (right) Moorish architecture at Plaza de Armas (Cordoba) Station, Seville 
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Principles of Railway Organisation 


Effects of State control on administration ; 


functions of a general manager. This is 


simplification of managerial functions 
EPLIES from many European tees appear to be very varied in their 
countries and associated terri- constitution and powers and may even 


tories to questions on their organisa- 
tional methods have been summarised 
by M. Dugas, Directeur des Etudes 
Générales of the French National Rail- 
ways, in a report on Question 8 for 
consideration next month by the Inter- 
national Railway Congress in London. 
A previous report based on the replies 
of other railways, summarised by Mr. 
Bengt Adamson, Superintendent, Swed- 
ish State Railways, appeared in our issue 
of March 26. 

M. Dugas points out that the prin- 
ciples of organisation differ from 
country to country and are the result 
not only of the nature and size of the 
undertakings, but: also of such factors 
as legislation, the nature of the traffic 
involved, the attitude of the staff, and 
also of historical and political events in 
the country concerned. 


Railway administrations fall into 
three categories according to legal 
status. The first group, the State rail- 
ways, may be subdivided into those 


which consist of a State administration, 
such as these in Algeria and the Federal 
German Republic, and those whose 
higher management is the responsibility 
of a ministerial department, as in Italy, 
or, as in Austria, a senior civil servant 
answerable to a ministerial department. 
Also in this category are public under- 
takings with administrative independ- 
ence, such as are found in Spain, Greece, 
Switzerland, Syria, and the Belgian 
Congo. 

The second group consists of com- 
panies which are partly owned by the 
State, of which the Belgian and French 
National railways are examples. The 
greater part of the capital of these rail- 
ways is held by the State. 

The final group consists of limited or 
private companies. In some of these 
the state holds part of the capital, as in 
Holland, Portugal, and Morocco, and 
in the case of the Bernese Oberland 
and Rhaetian railways in Switzerland. 
In others, such as the North Milan 
railway and the Sfax-Gafsa Railway in 
Tunisia, the State retains only a right 
of control. These are true private com- 
panies. 


State Railways Managements 


In general, State railways are man- 
aged at the highest levels by an adminis- 
trative board or managing committee, 
or sometimes by both. The chairman 
of the board may have special responsi- 
bilities in other directions. In Italy, for 
instance, the chairman is the Minister 
of Transport, but the function of the 
board is consultative only, although 
there are many matters upon which it 
must be consulted. Managing commit- 


replace the General Manager who is to 
be found on most systems. The General 
Manager is often a member of the 
administrative board and usually has the 
advice of some form of consultative 
committee. At one or other of these 
levels there is frequently some form 
of staff representation. 

The general management of the Aus- 
trian Federal Railways forms a part of 
the Federal Ministry of Transport & 
Nationalised Enterprises. The General 
Manager is a high official of the Minis- 
try and he is not responsible to any 
administrative board, nor does the 
general management include a consulta- 
tive committee. 


State Railway Boards 

State railways having administrations 
distinct from the State are usually ad- 
ministered by a board on which serve 
representatives of various State depart- 
ments and sometimes representatives of 
transport users, financial experts, staff 
representatives, legal experts, and so on. 
There is frequently a Government right 
to nominate members or to choose a 
member from a panel of names put 
forward by an interested party. Powers 
are sometimes delegated to an executive 
body. 

Railways partially owned by the State 
form a small group in which the degree 
of State control is dependent on the 
financial interest held. The French 
National Railways, in which the State 
holds 51 per cent of the shares, is an 
example. A board of 20 administers 
the undertaking, and 10 of the members 
are appointed from officials serving in 
State administrations. Of the remainder 
five are appointed by the boards of the 
former railway companies, which retain 
49 per cent of the shares, and the re- 
maining five by staff interests. The 
chairman is a member of the group of 
officials and thus, in the event of an 
even division of votes, the chairman, 
representing the State, has the casting 
vote. 


Limited Companies 

Limited companies are subject to 
State intervention in a greater or lesser 
degree. In Holland, for instance, the 
State is the only shareholder, and in 
other cases it has representatives on the 
board or holds a watching brief. Even 
the private companies may not be ab- 
solutely free. 

The majority of the railways con- 
cerned are directed by a General Man- 
ager, often with the assistance of depu- 
ties, and a General Secretary, but a 
limited number of organisations have 
a managing committee carrying out the 


the case with the German Federal Rail- 
way, the Netherlands Railways, and the 
Swiss Federal railways. Assistance is 
given to the general management in 
most systems of importance by bodies 
or departments which with the general 
management form a central supervising 
body. The heads of these departments 
may have certain powers delegated to 
them, but they work under the co- 
ordination of the general management. 


Management at Intermediate Levels 


Between the central body and the 
actual working units there are usually a 
number of intermediate bodies in charge 
of zones or regions, or, in smaller under- 
takings, districts. The manager of such 
a subdivision is usually answerable to 
the general manager but not to central 
departmental heads. The specialised 
sections of the administrations at local 
levels, such as engineering departments, 
are usually subject to the control of the 
regional manager, but in a number of 
cases they are responsible direct to the 
central management. 


Geographical Organisation 


Most of the railways concerned are 
divided into geographical areas, but the 
size and shape of these often owes as 
much to historical and political factors 
as to geography. 

In some countries, such as Spain and 
France, a radial division of areas has 
been followed as far as possible. In 
France, however, the Mediterranean 
Region was formed in 1947 with the 
object of effecting geographical decen- 
tralisation. The report states that 
this step has led to increased gen- 
eral expenditure by the S.N.C.F. 

Simplification 

Among the steps proposed by various 
railways to simplify their organisation 
and reduce administrative staff are the 
centralisation of departments to increase 
efficiency, amalgamation or regrouping 
of offices, revision of geographical areas, 
elimination of intermediate supervisory 
bodies, elimination or introduction of 
certain specialised bodies, devolution of 
authority, and general simplification of 
administrative duties. 

Measures listed by the Belgian National 
railways include the publication of 
a booklet aimed at instructing technical 
staff who are undertaking administrative 
duties for the first time. The Spanish 
National Railways have decided to 
plan for and gradually effect a 10 
per cent reduction in staff and also to 
set up an economic control organisation 
which will report directly to the man- 
agement and extend its activities 
throughout the whole system. 
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Protecting Electric Traction Installations 


Improvement required in detection of overloads 


‘THE report by Mr. T. S. Pick, 

Chief Electrical Engineer, London, 
lransport Executive, on Question 11 
before the International Railway Con- 
gress reviews detailed information on 
practice in protective equipment re- 
ceived from railways in the United 
Kingdom, New Zealand, South Africa, 
India, the United States, Denmark, and 
Sweden. 

All administrations operating a high- 
tension distribution system earth the 
neutral point of the system either direct 
or through a resistance. It is usual 
practice for the resistance to be capable 
of carrying the maximum fault current 
for 30 sec. Liquid resistances are used 
by the London Transport Executive, 
and on the Liverpool Street-Shenfield 
section of British Railways. H.T. bus- 
bar protection is comparatively rare, but 
there is earth leakage apparatus at 30 
Southern Region substations; bus zone 
protection at four substations on the 
Eastern Region; frame leakage protec- 
tection at the point of intake at Bank 
Hall (L.M.R.), and four experimental 
installations on London Transport. 

On radial feeders, overload and earth 
leakage relays with inverse and definite 
minimum time characteristics are in- 
stalled on nearly all railway H.T. sys- 
tems, although balanced feeder protec- 
tion is also used in a number of cases. 
Where there are ring mains, or substa- 
tions energised by feeders interconnect- 
ing two parallel sources of supply, a 
differential system is installed, and back- 
up protection by overload and earth 
leakage relays is provided at each end 
of the ring or each source of supply. 


Rectifier Installations 


All administrations use d.c. circuit 
breakers to disconnect overloads arising 
on any single track. Arrangements are 
also made to disconnect rectifiers and 
transformers from the a.c. supply when 
a sustained overload occurs from a 
cause such as a combination of loading 
increases which individually are insuffi- 
cient to bring out the track breakers. 

British Railways (Eastern Region), 
London Transport, the South African 
Railways, and the Southern Region use 
instantaneous overcurrent relays on 
direct-acting overload trips to open the 
a.c. circuit breakers as rapidly as pos- 
sible in case of a short-circuit. With 
glass bulb or pumpless air-cooled recti- 
fiers, several railways eliminate the in- 
stantaneous a.c. relay in favour of 
H.R.C. fuses in each anode circuit. The 
Southern Region describes three instal- 
lations where blowing of an anode fuse 
trips out the a.c. breaker to prevent 
overloading of the remaining anodes. 

Anode current relays operated from 
current transformers in the anode leads, 
or in the primary winding connection of 
the main transformer, are used by the 


South African Railways for initiating arc- 
suppression in case of backfire. Arc- 
suppression apparatus operated by in- 
stantaneous overcurrent relays has been 
installed on a number of modern equip- 
ments to interrupt the current with ex- 
treme rapidity without operating the 
a.c. circuit-breaker. The system is in 
use on the Western Railway of India, 
the South African Railways, Danish 
State Railways, and at 13 Southern Re- 
gion substations. 

Six administrations use protective 
gear to safeguard transformers against 
overheating. Bucholz relays are in- 
stalled in many cases for protection 
against oil-level drop. Their provision 
is also being considered by New Zea- 
land, and British Railways state that it 
is their policy to install this additional 
protection on future equipments. 

Thermostats are used to protect 
water-cooled rectifiers by shutting down 
in the event of overheating, but on the 
Danish State Railways operation of the 
thermostat also brings another unit into 
operation. Protection against excitation 
failure is provided by only four ad- 
ministrations. On the Central Railway 
(India) a timing relay allows the ignition 
apparatus to operate, and causes the 
H.T. circuit-breaker to function only if 
ignition fails. The Southern Region 
prefers giving warning of excitation 
failure to the supervisory staff, without 
shutting down the rectifier. 


Feeders and Contact Lines 


Running rails are used normally as 
the return conductor, although two 
fourth-rail systems are noted. The 
Swedish State Railways, in order to eli- 
minate inductive interference with tele- 
communications, provide an overhead 
return line connected to the running 
rails at intervals of 4 of a mile. It is not 
common practice to earth the return 
conductor permanently, but sometimes 
a neon tube provides emergency earth- 
ing in the event of a positive short to 
earth. On the Southern Railway of 
India the overhead line is at negative 
potential, while the running rails form 
the positive conductor and are earthed 
through a resistance at each substation. 

Opinions expressed in detail by most 
of the railways replying show that 
parallel operation of substations is pre- 
ferred and that the advantages of this 
system heavily outweigh the drawbacks. 
Most railways use high-speed magneti- 
cally-held circuit-breakers for feeder 
and contact-line protection, with discri- 
mination between overloads and short- 
circuits by a “ rate of rise ” characteris- 
tic which gives lower tripping values 
for high rates of rise of current. London 
Transport is the only administration 
replying to the questionnaire which in- 
stalls devices for indicating the tem- 
perature of feeders. 


Automatic reclosure of  circuit- 
breakers is reported by four administra- 
tions, while nine use remote operation 
from control rooms. The prescribed 
intervals before again attempting to 
close a breaker after three successive 
trips vary from one to 10 min. 


Motive Power 


Methods of protecting locomotive 
and motor coach equipments vary little, 
and in general terms comprise fuses for 
short-circuit protection; and line 
switches with overload relay, or circuit 
breakers, for overload protection. 

For protection against lightning and 
voltage surges satisfactory devices for 
motor coaches are electrolytic units, 
other forms of condenser, spark gaps, 
and chokes; while for locomotives two 
horn gaps in series on the roof, a surge 
absorber on the roof, or a spark gap 
with blowout coil inside the body are 
found suitable. 

The report proceeds to review regen- 
erative braking equipment in locomo- 
tives, motor coaches, and at substations. 
Details are given of regeneration prac- 
tice on the Manchester-Sheffield line of 
British Railways, the Southern Railway 
of India, the South African Railways, 
and London Transport. Substation resis- 
tances, inverted operation of rotary 
converters, and rectifiers connected as 
inverters are used by the first three ad- 
ministrations to deal with regenerated 
power. London Transport, however, 
normally relies on absorption of regen- 
erated power of other trains in the 
section when braking with its metadyne 
equipments. If such a load is not avail- 
able, a high-speed relay on the motor 
coach switches in a loading resistance on 
the vehicle. 

In his conclusions Mr. Pick stresses 
the fact that so-called overload protec- 
tive devices are really only suitable for 
protection against faults, and shows how 
lower currents than those at which 
feeder circuit breakers are set to trip 
may, if sustained for some time, repre- 
sent a considerable degree of overload 
and readily damage or destroy the cable. 

His comments on regenerative brak- 
ing emphasise the need for speed in 
bringing alternative loads, or systems of 
braking, into action when voltage rises 
occur. The London Transport arrange- 
ments with metadyne stock have not 
proved completely reliable in this re- 
spect, and he considers that only 
electronic devices are likely to meet the 
conditions completely, but these prob- 
ably would be too fragile to withstand 
operating conditions in trains. While 
electronic equipment is reported to have 
given good service in substations on the 
Manchester-Sheffield line, his view is that 
much longer experience is necessary 
before the arrangements can be accepted 
as completely satisfactory. 
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Successful Stabilisation of a Retaining Wall 
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Fig. 2.—Diagram showing progressive reduction in movement of wall 








VYIIM 














XUM 


April 30, 1954 


THE RAILWAY GAZETTE 


493 


Successful Stabilisation of a Retaining Wall 


Steel sheet piling in front of toe of wall: provision 
of mass concrete: building of concrete buttresses 


ECAUSE of unusual difficulty in 
maintaining the level and line of 
he rail tracks at a spot between Brig- 
house and Elland, Yorkshire, where the 
railway runs 42 ft. above the River 
Calder, British Railways, North Eastern 
Region, have stabilised the retaining 
wall which supports the tracks. 

This portion of railway, on the Man- 
chester-Wakefield main line, was opened 
in 1840, and the double track following 
the general course of the river is carried 
on a Shelf constructed on the slope of 
a natural hillside. 

During the summer of 1951, the pre- 
sence of deep-seated instability in the 
support of the track was discovered. 
Datum lines and levels were promptly 
set up from which accurate records of 
movement of the retaining wall could 
be obtained. By January, 1952, these 
records confirmed that outward move- 
ment of a section of the wall was taking 
place, accompanied by a lesser vertical 
settlement. 

As a first step a realignment of the 
two running lines was carried out where- 
by they were pulled some 5 ft. inward 
towards the hillside and away from the 
retaining wall. Rail straps to safeguard 
against the effects of local settlement 
were added to both tracks and a speed 
restriction of 5 m.p.h. over the length 
affected was imposed. 

The conditions at track level at this 
stage of the works were as shown in 
the illustration on page 495. Despite 
the deformation of the wall which had 
taken place up to this date, the facework 
was found to bez generally sound. 


Strengthening Scheme 

Meanwhile, a strengthening scheme 
was prepared, which provided for con- 
tinuous steel sheet piling to be driven 
in front of the toe of the retaining wall 
throughout the length adjacent to the 
river, to be followed by the provision 
of mass concrete between the piling and 
the wall, taken’ down to a level some 3 
ft. lower than the foundation level of 
the old wall. Provision was made in 
the scheme, as shown on Fig. 1, for the 
subsequent construction of counterforts, 
if found necessary, still further to safe- 
guard the general stability of this length 
of retaining wall. 

The work was entrusted to Wellerman 
Bros. Ltd., of Sheffield, and _pile- 
driving began early in February, 1952. 
Although some difficulty was experi- 
enced in obtaining the penetration of 
the piles as provided for in the scheme, 
the work was carried out generally in 
accordance with the plan. Excavation 
and concreting between the piling and 
the wall was carried out in sections, in- 
volving considerable pumping, and the 
whole of this stage of the strengthening 
work was completed in August, 1952. 
During the progress of this stage of the 


work, the records of movements of the 
wall showed progressive reduction, so 
much so that from August, 1952, no 
further movement was recorded (see 
Fig. 2). 

Whilst the ashlar face of this heavy 
retaining wall appeared in very sound 
condition, some uncertainty existed as 
to the condition and quality of the 
masonry of the wall behind the facing. 
During the progress of the strengthen- 
ing work in front of the wall, trial pits 
were Opened out behind the wall and 
examination made of the masonry. It 
was clear that considerable voids existed 
in the main body of the wall. 


Pressure Grouting 


Experimental work was undertaken in 
pressure grouting from the outside face 
of the wall, but it was found that grout- 
ing conditions were particularly difficult 
to ensure satisfactory impregnation 


without excessive waste of material. It 
was decided, therefore, that eight con- 
crete buttresses should be built from the 
new concrete strengthening work to 
safeguard the general stability of the 
wall along the length where the greatest 
movement had taken place. These but- 
tresses were built without difficulty, 
being securely bonded into the masonry 
of the wall as provided for in the scheme 
shown in Fig. 1, the work being com- 
pleted in January, 1953. 


Penetration of Surface Water 


There was little doubt that one of the 
factors which had given rise to the deve- 
lopment of instability in this retaining 
wall was the considerable penetration 
of surface water from the adjacent hill- 
side into the wedge of filling supported 
by the wall. After stability had been 
confirmed during the progress of the 
strengthening work to the wall, the 





Pumping the excavation between the piling and the wall 
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tracks were reinstated to their original 
alignment, and the opportunity then 
taken to provide improved surface water 
drainage and conveyance arrangements 
in the cess at the foot of the hillside. 

The whole work was completed in the 
Spring of 1953, having been carried out 
under the general direction of Mr. A. 
Dean, Civil Engineer, North Eastern 
Region. 


Eight concrete buttresses built from 
the new concrete strengthening work 








Electronically Controlled Spot Welder 


Sensitivity of transmission mechanism facilitates 


welding 


MAY types of normally difficult 
welds on small electrical appara- 
tus, such as relay springs, sprung plugs, 
and connections or other parts for 
miniature relays, can be performed at 
high rates on a new 4-kVA. elec- 
tronically-controlled spot welder which 
has been introduced by the General Elec- 
tric Co. Ltd. 

Several of these machines have been 
installed at the New Southgate Works 
of Standard Telephones & Cables 
Limited. One is operating in the com- 
pany’s laboratory and used for develop- 
ing new applications. Others are en- 
gaged on full-scale production, often 
involving the spot welding of non- 
ferrous metals, and of dissimilar metals 
representing near-extremes in electrical 
conductivity. 

The welder was originally designed 
by the G.E.C. Research Laboratories for 
their own use in welding very thin wires 
and sheets. Special features are incor- 
porated to ensure accurate repetition 
work. 


Variable Controls 


The fully variable controls for 
current and pressure have graduated 
scales so that settings may be recorded, 
and the heavy welding current pulses 
are not only accurately timed—from 
one to six cycles duration—by an elec- 
tronic circuit, but are also synchronised 
to make sure that a weld always starts 
at the same part of a cycle. The top 
and moving electrode is so mounted 
that there is true straight line motion 
between electrodes. It is carried in a 
low-inertia holder to give the quick 


of small _ electrical 


follow-up necessitated by the rapid col- 
lapse of the metal being welded. 

The welder is foot-operated, and the 
sensitivity of the transmission mech- 
anism is such that very small and deli- 
cate parts can be handled and positioned 
accurately. 

The weld switch can be operated 
automatically only when the preset elec- 
trode pressure has been applied. An 





G.E.C. 4-kVA electronically- 
controlled spot welder 


components 


indicator gives a visual check on the 
completion of a weld. The use of a 
welder head which can be adjusted in 
height and moved radially, and the pro- 
vision of an accurately machined and 
slotted base plate, facilitate the use of 
jig assemblies. 





RADIO-EQUIPPED PARCELS DELIVERY VANS. 
—British Road Services have carried out 
an experiment in Leicester with the object 
of improving the collection of urgent traf- 
fic from traders’ premises. Three parcels 
vans, operating in Leicester, have been 
fitted experimentally by British Road Ser- 
vices with radio sets to enable the carmen 
to keep in constant touch with the depot 
traffic office. Messages and instructions 
coming into this office from traders want- 
ing urgent collections are relayed to the 
carman whose van is best suited to carry 
out these instructions, thus speeding up 
collection and avoiding the necessity of 
sending a vehicle specially from the depot. 
In the reverse direction the carman can 
contact the depot at any time without go- 
ing to a public telephone. The vans are 
equipped with 3-W. Reporter two-way 
mobile sets manufactured by Pye Tele- 
communications Limited, who also pro- 
vided the sets for controlling vehicle move- 
ments in the Liverpool and Birkenhead 
dock areas, which has been operating for 
some time. A 15-W. model PTC703 fixed 
station is installed on the water tower of 
one of the highest buildings in Leicester 
and is connected to a remote control unit 
in the depot traffic office by G.P.O. 
landline. The Leicester scheme is stated to 
have proved so successful that similar ex- 
periments will probably be carried out in 
London, Birmingham, and other large 
towns. 
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Successful Stabilisation of a Retaining Wall 
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Tracks reinstated to their original alignment and improved surface water drainage provided 
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British Railways Class “3 ”’ Standard Engine 


Designed for mixed-traffic operating 
with maximum route availability 





THE building of the first of the new 
standard class “3,” 2-6-0 tender 
engines has now been completed at the 
Swindon Works of the Western Region, 
British Railways. Of the 20 locomotives 
to be built, 10 are to be allocated to 
the North Eastern Region and 10 to the 


Scottish Region. The engines are 
numbered 77000 to 77019 and were 


designed under the direction of Mr. 
R. A. Riddles, former Member for 
Mehanical & Electrical Engineering, 
Railway Executive. The parent office 
for design was Swindon but certain 
details were undertaken at Brighton, 
Derby, and Doncaster. 

The tractive effort, 21,490 lb., is the 
same as that of the class “3” 2-6-2T 


engines previously built at Swindon» 


these engines were described and illus- 
trated in our May 23, 1952, issue. Like 
the tank version, the tender type has 


almost universal availability over main 
and secondary lines throughout Britain, 
and is designed to replace various tender 
engines of similar power classification 
now becoming obsolete. 

The leading dimensions of the loco- 
motives are as follow:— 
Cy!inders (2), dia. and stroke 17} in. by 26 in. 
Wheels, coupled, dia. - O em oe 
Wheels, pony truck, dia. ... in Oe 


Wheelbase, coupled 15 ft. 4 in. 
Wheelbase, total engine 24 ft. | in. 
Wheelbase, engine and tender 46 ft. 112 in. 
Heating surface:— 
Tubes 932-9 sq. ft. 
Firebox on 118-4 sq. ft. 
Total evaporative 1,051-3 sq. ft. 
Superheater 190 sq. ft. 
Grate area 20-35 sq. ft. 
Boiler pressure 200 Ib. per sq. in. 
Tractive effort! 21,490 Ib.4 
Adhesion factor 5-05 


Weight of engine in working order 57 tons 10 tcwe. 
Weight of engine and tender in 


working order 99 tons 13 cwt. 


The boiler, which is the same as thai 
used on the tank version, follow 
closely the design of the former G.W.R 
boiler, used in the “* 5100,” “8100” anc 
5600” classes. The steel and coppe 
flanged plates for the firebox are com- 
mon to both designs but the barrel is 
53 in. shorter. The boiler consists of 
two rings, the second of which is 
tapered, the outside dia. being 4 ft. 5 in. 
at the front and 5 ft. 04 in. at the fire- 
box end. Both barrel rings are made 
from high-tensile steel plate 4 in. thick 
The smokebox tubeplate is of the drum- 
head type ¢ in. thick, and there are 18 
large fire tubes 54 in. dia. outside 
7 s.w.g. thick and 145 small tubes 14 in. 
dial. outside 12 s.w.g. thick. The length 
between tubeplates is 10 ft. 104 in. 

The firebox is of the Belpaire type, 
7 ft. long at the bottom, with an outside 
width of 4 ft., giving a grate area of 
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20:35 sq. ft. The steel outer wrapper 
plate and the copper inner wrapper 
plate are both } in. thick. The throat 
and back plates are vertical, the former 
being ¢ in. thick and the latter 4+ in. 
thick; the copper tubeplate is { in.. 
thick. All the firebox water space stays 
are made of Monel metal fitted with 
nuts inside the firebox, while the roof, 
longitudinal and transverse stays are of 
steel. The lagging of the boiler and the 
firebox consists of asbestos mattresses. 
A rocking grate and self emptying ash- 
pan are fitted, the details wherever pos- 
sible being the same as those on other 
standard classes. The boiler mountings, 
regulator, clack valves, manifold and 
smokebox details are the same as those 
on the tank version. 


Engine Particulars 


The engine frame, as on previous 
British Railways standard locomotives, 
is adequately stayed both horizontally 
and vertically, while the boiler securing 
arrangement, the spring gear arrange- 
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ment and the method of staying axle- 
box guides are similar to those obtaining 
on other classes. 

The wheel arrangement is the same 
as on the tank version but without the 
trailing pony truck. Other similar 
design features include the axleboxes, 
axlebox guides, lubrication, cylinder 
cock and sanding arrangements. The 
cab layout follows closely the arrange- 
ment on the other standard tender 
engines. The cylinders are of cast steel 
with cast-iron liners and are the same 
as used for the tank version. 

Nominal 10 in. dia. valves are 
provided, the rear heads being + in. 


smaller in diameter for ease of 
insertion and removal. They are 
operated by a Walschaerts valve 


gear giving full gear travel of 633 in. 
corresponding to a cut-off of 75 per 
cent. The steam lap is 14 in. and the 
lead 4 in. The whole gear, with the 
exception of the reversing shaft and 
screw, is identical with that of the tank 
version, the reversing screw in this case 
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being similar to that of classes “4,” 
“5.° “6” and “7” tender engines. 

The leading pony truck is of standard 
design, the side play being controlled by 
helical springs. The tender is the stan- 
dard B.R.2A with six tons of coal and 
3,500 gallons of water, and although 
smaller, follows the pattern as used for 
other British Railways tender engines. 
Steam brakes are provided on both 
engine and tender. The following is a 
list of the principal suppliers of equip- 
ment for these locomotives:— 


Vacuum brake ejector, driver’s Gresham & Craven 
brake valve, graduable steam Limited 
brake valve and associated 
brake details 

Self-aligning ball bearing for 
valve gear return crank 


Buffers ... 


Skefko Ball Bearing 
Co. Ltd. 


. Geo. Turton, Platt & 


Co. Ltd. 
Asbestos mattresses . J. W. Roberts Limited 
Manually operated blow down Everlasting Valve Co. 
valve 
Mechanical lubricators for cylin- 
ders and axleboxes 
Superheater elements ... . Superheater Co. Led. 
Reverser transmission shaft ... Hardy, Spicer & Co. 


td. 
Wakefield & Co. Ltd. 


td. 
British Timken Limited 


Roller-bearing axleboxes on 
tender 


New Lansing Diesel Tractors 


Embodying a 16-h.p. twin-cylinder, 
horizontally-opposed Enfield engine 


MONG the mechanical handling 
equipment recently developed by 
Lansing Bagnall Limited are two diesel- 
operated industrial tractors embodying 
a 16-h.p. twin-cylinder, horizontally- 
opposed, Enfield diesel engine. Two ver- 
sions are so far available in the TD 200 
range one of which is shown in the ac- 
companying illustration. The TD 211 
model has a maximum speed of 20 
m.p.h. and is primarily intended for 
operating for long distances, while the 
TD 220 model is more powerful and 
is designed to move heavy loads over 
shorter distances, as at railway stations, 
goods and storage depots, and so on. 
The engine is mounted above the rear 
axle with the air intake arranged radi- 
ally around the centrally disposed clutch 
housing. After use, the air is dis- 
charged through louvres at the back of 
the tractor. The fitting of the engine 
at the rear gives added weight over the 
driving axle, without the necessity for 
having ballast weights which would re- 
sult in an increase in the overall weight 
of the tractor. 


Transmission 

The drive is taken from the engine, 
through a directly coupled gearbox. by 
means of an intermediate reduction 
transfer-box to the differential on the 
rear axle. This transfer-box not only 
serves to turn the drive through an angle 
of 180 deg. and return it to the differen- 
tial which is directly under the engine, 
but with the rear axle, it also provides 
a simple means of obtaining a varia- 
tion of the overall ratio between engine 
and road speed. 

The tractive-effort characteristics will 
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One of the first of the new Lansing Bagnall TD 200 range of traciors 


vary approximately inversely with the 
driving speed from a draw bar puil of 
2,000 Ib. and a load capacity of 20 tons 
on level ground for the TD 220, to 1,100 
lb. and 12 tons for the TD211. The 
turning radius is only 584 in. 

During a recent test at a railway ter- 
minus one gallon of fuel oil was suffi- 
cient for a working time of about 10 
hr. With a fuel tank capacity of three 
gal. this gives a possible running 
time of over 24 hr. between refills. 

A feature of the design is the visi- 









bility afforded to the driver. Both 
models are available with either left or 
right-hand steering. The driving con- 
trols are of the normal automobile type 
with a 3-speed and reverse gearbox. 
The tractor has four-wheel hydraulic, 
foot-operated brakes and a mechanical 
hand brake for parking. It is sprung 
front and rear and is fitted with 18 in. 
x 44 in. pneumatic tyres. 

Electric starting is fitted but a start- 
ing handle is also provided and is 
stowed neatly under the driver’s seat. 
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New Station at Twickenham 
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Interior of general waiting room in new station at Twickenham, Southern Region (see our issue of April 2) 


View at platform level, showing entrance to general waiting room, lighting fittings, and station name signs 
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RAILWAY 


PERSONAL 


Sir Oliver Goonetilleke, formerly 
\ssistant Auditor of Ceylon Railways, has 
een appointed Governor-General of 
Ceylon. 


Mr. Ralph H. Botha, Administrative 
Secretary to the South African Minister 
of Transport, has been appointed Chief 
Superintendent (Parliamentary), General 
Manager’s Office, Johannesburg, South 
African Railways. 


Mr. D. M. Robbertze, Assistant General 
Manager (Commercial), South African 
Railways, who, as recorded in our April 16 
issue, has been appointed Deputy General 
Manager, joined the railway service in 1913 





Mr. D. M. Robbertze 


Appointed Deputy General Manager, 
South African Railways 


and has served in many posts. When the 
Tourist Branch of the Publicity & Travel 
Department was established in 1927, he 
was one of the original staff and was ap- 
pointed Tourist Representative in London 
in 1929. After five years in London, he 
was attached for a time to the oifice of 
the Minister of-Railways in Pretoria, sub- 
sequently transferring once again to the 
Publicity & Travel Department, of which 
he became Manager in September, 1937. 
He became Chief Rates Officer at Railway 
Headquarters in 1942 succeeding the late 
Mr. J. J. M. Hendry, and this started his 
intimate association with the commercial 
and industrial side of railway activities. 
He became Chief Manager (Industrial & 
Commercial), in 1945, and was appointed 
Assistant General Manager (Commercial) 
when the managerial set-up of the railways 
was reorganised in 1950. Mr. Robbertze, 
who is well known in mining, commercial, 
industrial and agricultural circles through- 
out the Union, has been a member of man 

Committees and has represented the South 
African Railways on a number of Confer- 
ences both in the Union and overseas. He 
was Chairman for five years of the Rail- 
way Conciliation Board, has been a mem- 
ber of the Board of the Tourist Corpora- 
tion since the inception of this body, and, 
since 1936, has beea associated with the 
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South African Publicity Association of 
whose Publicity Advisory Committee he is 
a member. Besides this, Mr. Robbertze 
has been closely connected on the com- 
mercial side with the direction of South 
African Airways for a number of years 
and has represented Airways at some im- 
portant Conferences in South Africa and 
overseas. 


Mr. W. Cyril Williams, F.R.G.S., 
A.M. Inst.C.E., M.I.Mech.E., M.I.Loco.E., 
M.Inst.T., and Past-President of the Insti- 
tution of Locomotive Engineers, who is 
retiring today from the executive position 
of Sales Director with the firm of Beyer 
Peacock & Co. Ltd. while remaining a 
Director of the Company, commenced his 
railway work in 1906. In this year he 





Mr. W. Cyril Williams 


Retiring Sales Director, 
Beyer Peacock & Co. Ltd. 


began an apprenticeship to the Natal 
Government Railways where his training, 
apart from the general workshop course, 
included running shed, signal department, 
footplate, and drawing office experience. 
He attended the Durban Technical Insti- 
tute, obtained the Abe Bailey Scholarship 
in 1909, the James Brown Exhibition in 
1910, and the Institute Scholarship in 1911. 
For a short period he was a lecturer at the 
Institute. In 1913 Mr. Williams was ap- 
pointed a junior engineer to the Chief 
Superintendent of Motive Power at Johan- 
nesburg. During the 1914-18 war he was 
commissioned in the South African Engi- 
neer Corps and served throughout the 
campaign in German South West Africa 
with the rank of Captain in the Railway 
Regiment. During this time he was Loco- 
motive Foreman at Usakos and later held 
the rank of Assistant Superintendent 
(Mechanical) at Keetmanshoop. Follow- 
ing the campaign in South West Africa he 
was posted to France in the Royal Engi- 
neers, being promoted in the field to Loco- 
motive Superintendent, Second Army 
Light Railways. In 1919, Mr. Williams 
went to the United States and Canada on 
behalf of the South African Railways, 
where he was responsible for the inspec- 
tion of locomotives, wagons, and other 
railway equipment. The following year he 
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returned to London and acted for a short 
time as Acting Advisory Engineer to the 
South African Railways and eventually 
returned to duty in South Africa on the 
staff of the Assistant General Manager in 
Durban. He joined Beyer Peacock & Co. 
Ltd. in 1923 as London Representative. He 
subsequently became London Manager 
and, in 1945, was elected to the board. 
He served as President of the Institution 
of Locomotive Engineers during 1949-50 
and has been a corporate member for 34 
years. 


Mr. H. C. Talbot, Agent, Brussels, 
British Railways, who, as recorded in our 
April 9 issue, was appointed General 
Agent for France on April 1, began his 
railway career with the South Eastern &- 





Mr. H. C. Talbot 


Appointed General Agent for France, 
British Railways 


Chatham Railway in 1919 as a proba- 
tioner. After two years training in the 
operating and commercial departments, he 
was transferred to the Special Traffic Sec- 
tion. On the formation of the Southern 
Railway, Mr. Talbot was appointed to the 
special traffic and train running sections of 
the London East Divisional Office until 
May, 1929, when he was tranferred to the 
Continental department at Victoria, re- 
maining there until November, 1933. In 
January, 1934, he was appointed to the 
newly-formed Associated British & Irish 
Railways in New York, where he remained 
until April, 1938, when he then became 
General Agent for the Southern Railway 
in Brussels. At the outbreak of the 1939- 
45 war, Mr. Talbot joined the Army, serv- 
ing in the Royal Engineers, Movement 
Control. He served in the Middle East 
and Italy, returning to Brussels in Feb- 
ruary, 1946, and remained there until he 
took up his present appointment. 


We regret to record the death on Friday, 
April 23, of Mr. W. P. Sneddon, ’ Chief 
Technical Engineer of the Rolling Mill 
Division of British Timken Limited, 


_ Mr. Harvey C. Marmaduke, Representa- 
tive of the Executive Department of the 
Illinois Central Railroad, retires today. 
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Mr. G. P. G. Mackay 


Appointed Chief Assistant, 
East Atrican Railways & Harbours 


Mr. G. P. G. Mackay, M.A., Principal 
Assistant, East African Railways & Har- 
bours, who, as recorded in our April 9 
issue, has been appointed Chief Assistant, 
joined the Kenya Uganda Railways as an 
Assistant Traffic Superintendent in 1941. 
This followed two years of special training 
with the London & North Eastern Railway. 
Early in 1942, after experience in various 
districts, he was transferred to Head- 
quarters, Nairobi, to be Personal Assistant 
to the then Superintendent of the Line. 
In 1948 Mr. Mackay was transferred to 
the General Manager’s Office as Personal 
Assistant to the General Manager with the 
title of Administrative Assistant. In Jan- 
uary, 1950, he was appointed Principal 
Assistant to the General Manager. 


Mr. C. W. Leverett, M.B.E., A.M. Inst.T., 
Regional Officer, East African Railways & 
Harbours, who, as recorded in our April 9 


Mr. C. W. Leverett 


Appointed Regional Representative, 
East African Railways & Harbours 


issue, has been appointed Regional Repre- 
sentative, Dar-es-Salaam, began his rail- 
way career with the Midland & Great 
Northern Joint Committee in 1924. After 
experience at several stations he joined the 
Chief Accountant’s Department of the 
Tanganyika Government Railways in 1931, 
transferring to the Transportation Depart- 
ment in 1934 as Stationmaster & Port Offi- 
cer, Kigoma, on Lake Tanganyika. After 
service in various parts of Tanganyika, 
Mr. Leverett joined the Royal Engineers 
in 1939 and saw service in East Africa, 
Madagascar and the Middle East. He was 
awarded the M.B.E. (Military) and was 
mentioned in Despatches, attaining the 
rank of Lieutenant-Colonel in the appoint- 
ment of A.Q.M.G.(M.), East Africa Com- 
mand. He returned to Tanganyika as 
Assistant Traffic Superintendent in 1945 
and accepted a transfer to the Palestine 
Railways in the following year as District 


Mr. A. M. Y. Robb 


Appointed District Operating Superintendent, 
Manchester (Western), L.M. Region 


Traffic Superintendent at Haifa. On the 
termination of the Palestine Mandate, Mr. 
Leverett was transferred to the Kenya & 
Uganda Railways where he took up the 
position of District Traffic Superintendent, 
Mombasa. He continued to be engaged 
in this work until January 1, 1952, when he 
received the appointment of Traffic Super- 
intendent & Regional Officer for Tanga- 
nyika, East African Railways & Har- 
bours, at Dar-es-Salaam. 


Mr. A. M. Y. Robb, Assistant District 
Operating Superintendent, Rotherham, 
London Midland Region, British Railways, 
who, as recorded in our April 9, issue, has 
been appointed District Operating Superin- 
tendent, Manchester (Western), joined the 
railway service in the Goods Department 
at Aberdeen in 1926 and later became a 
Traffic Apprentice. Mr. Robb was Station- 
master at Laisterdyke and Yard Master at 





Mr. H. H. Starr 


Appointed Assistant Commercial Superintendent, 
Western Region 


Mr. F. R. L. Barnwell 


Appointed District Engineer, Newport, 
Western Region, British Railways 


The late Dr. Hermann Lemp 


Pioneer in electric and diesel-electric traction 
systems 
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Frodingham before being appointed Assis- 
tant to the District Superintendent at 
Glasgow in 1943. Three years later he 
went to Aberdeen as Assistant District 
Traffic Superintendent, and, in 1950, he 
became Assistant District Operating Super- 
intendent, Rotherham, the post he now 
leaves for his new appointment. 


Mr. H. H. Starr, M.Inst.T., Assistant to 
the Commercial Superintendent (Terminals 
& Cartage), Western Region, British 
Railways, who has been appointed Assis- 
tant Commercial Superintendent, Western 
Region, entered the service of the Great 
Western Railway in 1908 at Gloucester 
Goods Station. Two years later, he was 
transferred to Cheltenham, where he later 
attained the position of Chief Clerk. In 
1930, after a period of four years as 
Townsman (Outdoor Representative) at 
Gloucester, Mr. Starr was appointed Chief 
Clerk in the Goods Department at Oxford, 
which post he vacated in 1933 on removal 
to Birmingham as Shed Superintendent. 
He was appointed Chief Clerk to the 
Goods Superintendent at Birmingham in 
1937, and, subsequently, Chief Clerk to 
the District Goods Manager. In 1940, he 
was transferred to Paddington as Assistant 
Goods Superintendent, returning to Bir- 
mingham the following year as Assistant 
District Goods Manager. After twelve 
months as Goods Agent at Cardiff, Mr. 
Starr was appointed, in 1945, to be Road 
Transport Controller responsible to the 
Chief Goods Manager and Superintendent 
of the Line. Appointed London District 
Goods Manager, Western Region, in 1945, 
the following year he became General 
Assistant to the Commercial Superinten- 
dent, later designated Assistant to the 
Commercial Superintendent (Terminals & 
Cartage), the position he now vacates for 
his new appointment. For the past five 
years he has served as a member of the 
Traffic Co-ordination Committee, being 
previously associated with the former 
Road/Rail Traffic Joint Committee and 
the Central Licensing Sub-Committee of 
the Road/Rail Central Conference. Since 
1949 he has also represented the Western 
Region on the Terminals & Road Trans- 
port Committees. 


Mr. F. R. L. Barnwell, O.B.E.. 
A.M.LC.E., District Engineer, Shrewsbury, 
Western Region, British Railways, who, as 
recorded in our April 9 issue, has been 
appointed District Engineer, Newport, was 
educated at Repton. He entered the ser- 
vice of the London & North Eastern Rail- 
way in 1926. From 1929 to 1939 he served 
mainly in the New Works and Steel Works 
departments, and was Resident Engineer 
at many new works in connection with 
electrification of the Liverpool Street and 
Shenfield line. During the war he served 
in France and North Africa, later com- 
manding No. 1 Railway Construction & 
Maintenance Group in Italy. He was 
awarded the O.B.E., holds the American 
Bronze Star Medal, and was mentioned in 
Despatches. He now holds the rank of 
Lieutenant-colonel in the Army Emergency 
Reserve. In 1946 Mr. Barnwell returned 
to Sheffield as Assistant District Engineer, 
London & North Eastern’ Railway, 
and, in 1949, transferred to Stratford 
in a similar capacity. Two years later he 
moved to Inverness, Scottish Region, as 
District Engineer, and, in 1952, transferred 
to Shrewsbury, Western Region, as District 
Engineer, which post he now vacates upon 
his new appointment. 


We regret to record the death at Ridge- 
wood, N.J., on March 31, of Dr. Hermann 
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Lemp, pioneer in electric and diesel-electric 
traction systems. Dr. Lemp, who was in 
his 92nd year, was born at Zurich and 
emigrated to America in 1881. He was 
associated with Edison in that inventor's 
first electric locomotive in 1882, and for 
35 years from 1887 was with Elihu Thomp- 
son and his successor company, the 
General Electric of America. In 1911, 
Dr. Lemp was sent to Europe by General 
Electric to investigate diesel traction and 
the first Diesel-Sulzer locomotive. On his 
return to the United States he recom- 
mended diesel-electric traction, and, in 
1914, he patented a system of control from 
which, and from a later patent of 1924, 
nearly all present-day diesel-electric loco- 
motive control systems stem. Dr. Lemp 
was also prominently associated with the 
specifications for, and the construction of, 
the first American diesel-shunting loco- 
motive, the General Electric-Alco-Ingersoll 
Rand 300h.p. unit of 1923, and its 
numerous successors. After his retirement 
from the General Electric Company in 
1925 he acted as traction consultant to 
Ingersoll Rand. 


We regret to record the death, on April 
20, of Mr. Cyril Clark, Assistant to the 
Commercial Superintendent, London Mid- 
land Region, British Railways, after 45 
years of railway service. The funeral took 
place at Golders Green Crematorium on 
Monday, April 26, at 11.15a.m. In addi- 
tion to family mourners and members of 
Mr. Clark’s indoor and outdoor staff, the 
following were present :— 

London Midland Region:—Messrs. E. S. 
Hunt, Assistant Chief Regional Manager 
(also representing Mr. J. W. Watkins, Chief 
Regional Manager), H. G. N. Read, 
Assistant Commercial Superintendent (also 
representing Mr. E. W. Arkle, Commer- 
cial Superintendent), F. E. Bailey, Chief 
Assistant to Commercial Superintendent 
(Freight), L. W. Cox, Assistant (Freight 
Services), Operating Superintendent’s De- 


partment (also representing Mr. S. G. 
Hearn, Operating Superintendent), R. 
Paterson, Irish Traffic Superintendent, 


. R. Bowen-Cooke, 
Motor Engineer. 

Western Region:—Mtr. H. H. Starr, Assis- 
tant Commercial Superintendent, Pad- 
dington (also representing Mr. A. C. B. 
Pickford, Commercial Superintendent). 


Assistant Road 


Mr. J. A. Brooks has been appointed 
Superintendent, Motor Department, Metro- 
politan-Vickers Electrical Co. Ltd. 


Mr. A. G. Evershed has been appointed 
a Director of Aldershot and District Trac- 
tion Co. Ltd. in place of Mr. H. E. Osborn, 
who has resigned. 


Mr. G. W. Robson, Assistant Motive 
Power Superintendent, Wolverhampton, 
Western Region, British Railways, has 
been appointed District Motive Power 
Superintendent, Worcester. 


Mr. D. D. Walker, Managing Director 
& Secretary of Evershed & Vignoles 
Limited, has been appointed a Director 
of the Iron Trades Employers’ Insurance 
Association Limited, and the Iron Trades 
Mutual Insurance Co. Ltd. 


Mr. D. D. Walker, Chairman & Joint 
Managing Director, Evershed & Vignoles 
Limited, was re-elected Chairman of the 
B.E.A.M.A. Council; and Mr. E. H. Ball, 
Managing Director of British Thomson- 
Houston Co. Ltd., was re-elected Vice- 
Chairman. 
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The British Welding Research Associa- 
tion has appointed Mr. A. G. Thompson 
to make an investigation into welding 
productivity. 


Mr. Jack Adams has been appointed a 
special foreign sales representative of 
R. G, LeTourneau, Inc., for Africa and the 
Middle East. 


The General Electric Co. Ltd. states 
that Mr. J. F. Prince and Mr. A. E. Taylor 
have been appointed deputies to Mr. T. G. 
Travis, Sales Manager at the Witton works. 
They will deal respectively with export 
and home sales. 


Sir George Bailey, C.B.E., Chairman, 
Associated Electrical Industries Limited, 
and Chairman, Metropolitan-Vickers Elec- 
trical Co. Ltd., was elected President of 
the British Electrical & Allied Manufac- 
turers’ Association for the ensuing year at 
the Association’s annual general meeting 
on 22 April, 1954. 


The following appointments at Coryton 
Refinery have been announced by the 
Vacuum Oil Co. Ltd.:— 

Mr. B. R. Fraser, Manager; Mr. J. W. 
Bartholomew, Assistant Manager (Process); 
Mr. W. Kohring, Assistant Manager 
(Engineering); Mr. H. T. Fuller, Superin- 
tendent of the Operating Division. 


We regret to record the death, on April 
23, of Mr. Edmund Graham Clark, C.B.E., 
M.C., M.Sc., M.LC.E., Secretary of the 
Institution of Civil Engineers. Mr. Graham 
Clark would have retired in August from 
the Secretaryship of the Institution of 
Civil Engineers—a post which he has held 
since December, 1937. Mr. Clark was 
educated at Felsted School and graduated 
in the Faculty of Engineering of the 
University of Durham, after which he 
served as a pupil and subsequently as an 
engineering assistant to Mr. J. Mitchell 
Moncrieff, M.IL.C.E., Consulting Engineer, 
on various works on the River Tyne. He 
served throughout the 1914-1918 war in 
the 50th (Northumbrian) Division T.-F., 
and was subsequently appointed Chief 
Technical Assistant at the Institution of 
Civil Engineers. In 1933 he became Chief 
Assistant, and early in 1937 was appointed 
Acting Secretary, being confirmed in the 
post of Secretary at the end of that year. 
During his service as Chief Technical 
Assistant he acted as secretary to a num- 
ber of technical committees; in particular, 
the committee reporting on the Tabulation 
of the Results of Heat Engine Trials; the 
committee on Engineering Quantities; and 
the committee on Floods in Relation to 
Reservoir Practice; etc. During his Secre- 
taryship of the Institution, Mr. Clark 
played a leading part in furthering the 
intimate relationship which now exists be- 
tween the Institution of Civil Engineers, 
the Institution of Mechanical Engineers, 
and the Institution of Electrical Engineers, 
and subsequently in the work of promoting 
active co-operation between the principal 
national engineering societies, not only in 
the Commonwealth but also in Western 
Europe and in the United States of 
America, which has resulted in the crea- 
tion of the Conference of Engineering 
Institutions of the British Commonwealth 
and the Conference of Representatives 
from the engineering societies of Western 
Europe and the United States of America 
to consider matters of common interest 
between the bodies concerned. He was 
awarded the C.B.E. in 1948. Cremation 
was private. 
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New Lifts at Hampstead, 
London Transport 


As part of a programme for modernis- 
ing lift equipment at a number of London 
Transport stations, two high-speed lifts 
were brought into service on April 12 at 
Hampstead, London’ Transport, — the 
deepest tube station, to replace lifts in 
use since the line was opened in 1907. 
The “travel” from booking hall to lower 
level is 181 ft. 4} in.; the permitted speed 
of 800ft. per min. reduces the journey 
time between landings from 53 to 21 sec. 

As at other London Transport stations, 
the new lifts are arranged for control 
either automatically or by the staff. Auto- 

matic control equipment enables the lifts 
to be set to operate continuously without 
attention. Intervals can be varied to suit 
traffic demands by adjustment of the time 
spent at landings. Manual control by the 
staff is effected by means of push-buttons 
in boxes (normally kept locked) on both 
landings and inside the cars. Control 
positions are also provided in the machine 
room and on top of each car, for the use 
of maintenance staff. 

Illuminated signs show the position of 
each lift in the shaft and also indicate 
the next lift to leave. When switched to 
automatic control, signs are illuminated 
six seconds beforehand to warn passengers 
when doors are about to close; this 
warning is supplemented by loudspeaker 
three seconds before they close. The 
usual safety interlocks prevent a lift from 
being moved until both car and landing 
doors are closed. Access to the top of 
each car by maintenance staff is by a 
screened walkway above the upper landing 
doors. The screen contains doors which, 
interlocked with the control system, can- 
not be opened unless a lift is in the re- 
quired position; similarly, a lift cannot be 
moved from that position while the screen 
doors are unlocked. A push-button in the 
control box on top of the car cuts out 
all other control points when this is 'n 
use by the maintenance staff. 

To provide the additional overrun re- 
quired because of the greater speed of 
the lifts, the floor of the machine room 
over the shaft had to be raised by 7 ft. 
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9 in. and the bottom of the shaft lowered 
by 2 ft. 6in. Each car is designed to 
carry 30 passengers, but will take up to 
40 under heavy traffic conditions. The 
capacity of the new cars is therefore 
slightly less than that of the older ‘ype 
but, in view of the higher speed, thcy 
will complete more trips in a given tine 
and the capacity in passengers per nour 
will be little different. 


Locomotive Named ‘ The 
Gloucestershire Regiment ”’ 


At the suggestion of the Gloucester- 
shire Railway Society, an express loco- 
motive of British Railways, Western 
Region, on April 24, the anniversary of 
the Imjin River battle, was named The 
Gloucestershire Regiment as a compliment 
to that regiment and in recognition of its 
prowess on the field of battle. 

The unveiling ceremony was performed 
at Gloucester Central Station by the 
Colonel of the Regiment, Major-General 
C. E. A. Firth, in the presence of Colonel 
J. P. Carne, V.C., and other officers of 
the regiment; county and civic dignitaries; 
Sir Brian Robertson, Chairman of the 
British Transport Commission; Mr. 
K. W. C. Grand and Mr. J. W. Watkins, 
Chief Regional Managers of the Western 
and London Midland Regions, and other 
railway officers. 

A detachment of one officer and 30 men 
from the Regimental Depot was on parade 
and a trumpeter sounded the regimental 
call as the nameplate was unveiled. 

Representatives of the uniformed staff 
from both the Western and London Mid- 
land Regions, who had served with the 
regiment, also attended. 

The engine, No. 5017, which carries 
the nameplate The Gloucestershire Regi- 
ment is of the 4-6-0 “Castle” class used 
on express passenger trains throughout the 
Western Region; it has 6 ft. 84 in. driving 
wheels, a tractive effort of 31,600 1b., and 
weighs 126 tons. 

Both driver and fireman have 
with the regiment: Driver R. J. 
during the 1914-18 war, 


served 
Cook 
and Fireman 





High-speed lifts installed recently at Hampstead Station, Northern Line, 
London Transport 
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R. C. Taylor in Korea, where he wa 
captured with Colonel Carne at the Imijii 
River battle. 

Those present at the ceremony included 


Major General C. E. A. Firth, Colonel of th 
Regiment; Sir Brian Robertson, Chairman 
British Transport Commission; Lt. General Si; 
Edward Wetherall, ex-Colonel of the Regiment 
Mr. K. W. C. Grand, Chief Regional Manage: 
Western Region; Mr. J. W. Watkins, Chie 
Regional Manager, London Midland Region 
Alderman A. G. Lea, Mayor of Gloucester 
Mr. M. Turner-Samuels, Q.C., Member o 
Parliament for Gloucester; Councillor T. L. 
Thompson, Mayor of Cheltenham; Colone! 
J. P. Carne, V.C., who commanded the Regi- 
ment in Korea; Major General G. J. P. St. 
Clair, High Sheriff of Gloucestershire; Major 
C. S. N. Walker, Chairman of the Gloucester- 
shire Railway Society; 

Messrs. Gilbert Matthews, Operating Super- 
intendent; R. A. Smeddle, Mechanical & 
Electrical Engineer; W. N. Pellow, Motive 
Power Superintendent; C. J. Rider, Public 
Relations & Publicity Officer; and J. H. Wells, 
Public Relations Assistant, Western Region; 

Messrs. George Dow, Public Relations & 
Publicity Officer, London Midland Region; 
R. H. B. Nicholls, District Operating Super- 
intendent, Western Region, Gloucester; W. 
Lampitt, District Commercial Superintendent, 
Western Region, Gloucester; W. W. Wood, 
Chief of Police, B.T.C., South-Western Area; 
C. Wright, District Engineer, Western Region, 
Gloucester; and W. Sidwell, Acting District 
Motive Power Superintendent, Western Region, 
Worcester. 


Institution of Railway Signal 
Engineers 


At a meeting in London on March 17 
of the Institution of Railway Signal Engi- 
neers, with the President, Mr. T. Austin, 
in the Chair, a paper was read by Mr. E. 
Alan Webster on “ Route Indicators.’ The 
paper dealt with the description of histori- 
cal types of route indicators and present 
day types; application of the multi-lamp 
type, stencil type and junction direction 
route indicator; characters and lights; route 
proving and repeating; individual signal 
renewals; controls for route indicators; 
shunting and marshalling yards—use of 
route indication to shunting staff. 

Mr. J. H. Currey asked for further in- 
formation on a roller blind indication 
which he had seen at Glasgow Central. He 
referred to the difficulty of getting suitable 
blue glass for the theatre type indicator 
and wondered whether the glass would 
be replaced by some of the newer plastics; 
he did not understand London Transport 
efforts to produce a white figure with a 
white ground. As to the junction indicator, 
he thought there seemed to be little to 
justify the non-pivot type, as the pivot 
type seemed to give the same indication 
to the driver. 

Mr. W. Owen explained that, on London 
Transport, what appeared to be a white 
ground when the signal was not working. 
was really frosted or opal glass in front, 
but on the back of the glass was a painted 
stencil. When illuminated, the result was 
white on a black ground. Such indicators 
were used in places where the light was dim 
—seldom in the open. 


Neon Tube 

Mr. H. Birchenhough was interested in 
the reference to a neon tube for a junc- 
tion indicator and asked to know why 
fluorescent tubes, which would seem an 
ideal medium, had not been adopted for 
use on such indicators. 

Mr. J. H. Fraser said that the reason 
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vhy the neon light mentioned was discon- 
iued was that it was one of the original 
pe—it was not fluorescent—and gave a 
ight yellow light which, however, in 
)ggy weather became a decided red, so 
nflicting with the signal aspects. It was 
aiso impossible to control the brightness 
«! the light. He was not arguing in favour 
the non-pivot indicator, which was in 
many ways rather clumsy, but it had one 
advantage, that it could be set up on a 
»ench to make certain that all the lamps 
would be in exact alignment and in the 
same focus, whereas with the pivot type, 
the lamps had to be focused separately. 


Mr. F. W. Young did not think it really 
necessary to route separately shunting 
movements crossing main lines, if they 
were of the same type and length. As to 
ihe control of route indicators fitted to 
emaphore signals, he felt that to indicate 
the route before the signal arm came off 
could mislead drivers, particularly at night, 
and he suggested that the arm should come 
off first. With colour-light schemes, he 
did not think the expense warranted of 


QO meres « 


the electrical route indications being 
proved illuminated before the aspect 
cleared. 


Mr. W. J. Sadler said that the whole 
story of route indicators sprang from the 
English practice of insisting on route sig- 
nalling as distinct from speed signalling, 
is practiced nearly everywhere else 
throughout the world. He commented on 
the historical types of route indicators. 

Mr. P. A. Langley did not agree that the 
provision of electrical detection, where 
individual signal renewals were concerned, 
was economical. Where two or three 
routes were involved, the mechanical con- 
nections were retained and the improve- 
ment confined to the provision of an elec- 
trical indicator to eliminate the mechanical 
one. The provision of a lamp type indica- 
tor was well worth while, as it eliminated 
moving parts. 

The President proposed a very cordial 
vote of thanks toa Mr. Webster for his 
excellent paper. 
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Engineering Works on the German Railways 


Good progress made last year despite reduced programme 


Commenting on_ engineering works 
carried out or budgeted by the German 
Federal Railways in 1953-54 Professor A. 
Dobmaier, Chief Civil Engineer, stresses 
that the current programme of works has 
had to be greatly restricted in view of the 
current operating deficit. The total amount 
available for engineering works in 1953 
was DM. 800,000,000, nearly three-fifths of 
which relates to permanent way works. 
Some DM. 550,000,000 would be required 
merely to maintain the permanent way at 
its present standard, without allowing for 
wartime arrears, but the amount available 
is only DM 460,000,000. It has been pos- 
sible to renew the rails on about 640 miles 
of track, re-sleeper 1,000 miles of track, 
and renew 3,300 points. The number of 
speed restrictions has been reduced from 
1,030 to 880. Thus, while there has been 
a slight improvement on the main lines, it 
has been necessary to accept a further 
deterioration of the permanent way on 
secondary lines. 


Bridge Reconstruction 

Although a number of temporary 
bridges have been replaced by permanent 
bridges, and other bridges have been recon- 
structed to allow 150 more speed restric- 
tions to be removed, nearly 400 bridges 
requiring speed restrictions remain. Pre- 
parations were made to reconstruct nearly 
100 of them. Of reconstructed bridges, 
those over the Rhine at  Mainz- 
Wiesbaden, Engers-Urmitz and Mannheim- 
Ludwigshafen and those over the Weser 
at Nienburg and HO6xter deserve special 
mention. Many have been constructed 
with the aid of modern techniques such 
as the welding of steel trusses, the use of 
composite steel, concrete girders or, for 
road bridges, prestressed concrete. 

New techniques have also been applied 
to some of the tunnelling works, such as 
the reconstruction of the Buchberg Tunnel 


on the Waldshut-Immendingen line where 
experiments have been made with a new 
core ring construction method. Signalling 
work carried out in 1953 includes the con- 
struction of 60 new signalboxes, as at 
Essen, Kassel, Frankfurt, and Hanover. In 
the new box at Hanover, modern equip- 
ment has permitted the reduction of the 
floor area from 135 to 22 sq.m. A num- 
ber of additional level crossings has been 
equipped with automatic warning devices. 
As usual, the reconstruction of station 
buildings had to be relegated to a lower 
priority. Nevertheless, it has been possible, 
partly by means of special credits on the 
part of the provincial Governments or the 
local authorities, to tackle 65 reconstruc- 
tion works costing more than DM. 100,000 
each, including parts of Munich and 
Cologne stations. At many stations, indivi- 
dual platform roofs have been substituted 
for arched roofs destroyed during the war. 
At Coblence, Nuremberg, and Miinster, the 
new platform roofs were built in pre- 
stressed concrete, the maintenance cost of 
which is expected to be lower. Among 
goods sheds reconstructed are those at Han- 
over, Wanne-Eickel and Ulm. New work- 
shop or depot buildings were completed at 
Hamburg-Altona, Frankfurt, Esslingen, 
Nuremberg, and Neumiinster. Work on the 
reconstruction and modernisation of Grem- 
berg Marshalling Yard, Cologne, has made 
such progress that the first section of the 
new yard will be put into use this Spring. 
Among other major reconstruction schemes 
which have been completed or have made 
substantial progress during 1953, are the 
works at and near Grossenbrode in con- 
junction with the new ferry service to and 
from Denmark, and the construction of the 
new through station at Heidelberg which is 
to supersede the old terminus. Preparatory 
work has been begun for the electrification 
of the Ruhr and Karlsruhe-Basle lines. 
Some DM. 170,000,000 of the total of 








Station Reconstruction in the London Midland Region 





Rhosneigr Station, on the Bangor-Holyhead line, pleas Midland Region, as reconstructed, show ing (left) new stone buildings 
to accord with local building characteristics. replacing wooden structures, also vitreous enamel signs on concrete posts, and 
(right) booking hall and waiting rooms 
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DM. 800,000,000 represent the wages of 
permanent way staff. Because of reduc- 
tions in the establishments of other railway 
departments, the number of railway staff 
employed in the permanent way depart- 
ment has been temporarily increased. This 
will have the effect of reducing the share 
of outside contractors engaged in perman 
ent way work. The organisation of the 
engineering departments has been amended 
with the result that over 150 local offices 
were closed. To some extent, this measure 
was made possible by the integration of 
smaller permanent way districts, facilitated 
by the increased mechanisation of perman- 
ent way work. 


Australian Visitors to B.I.C.C. 
Factories 


The link between Australia and British 
Insulated Callender’s Cables Limited 
was strengthened by the recent visit of 
Australian officials and their ladies to 
some of the firm’s factories in the North. 

The Australian visitors were:— 


Mr. G. R_ B. Patterson, Senior Trade Com- 
miss:oner for Australia; Mr. J. M. Tully, 
Agent-General for New South Wales: Sir John 
Lienhop, Agent-Genera! for Victoria; Mr. 
D. J. Muir, Agent-Gere-al for Queensland; 
Mr. Howard Greenham, Agent-General & 
Trade Commissioner for South Australia: and 
Mr. J. A. Dimmitt, Agent-Genera! for Western 
Australia. 


The party was received by the Deputy- 
Chairman & Chief Executive of British 
Insulated Callender’s Cables Limited, Mr. 
W. H. McFadzean, who was accompanied 
by Mr. R. J. Hall, Director, and Sir Rex 
Hodges. formerly General Manager & 
Secretary of the Mersey Docks & Harbour 
Board, who recently accepted an invitation 
to join the board of B.I.C.C. 


B.I.C.C. Connection with Australia 

The link with Australia extends over 50 
years. In 1899, the predecessors of the 
present B.I.C.C. Company laid cables 
across Sydney Harbour. Before the first 
world war the company played an impor- 
tant part in the electrification of the Mel- 
bourne suburban lines of the Victorian 
Railways. More recently it installed in 
New South Wales what is believed to be 
the largest underground cable operating 
in the Southern Hemisphere, and today it 
is actively engaged in the extensive New 
South Wales Government Railways elec- 
trification scheme. 

B.L.C.C. now has important interests, 
technical and financial, in several manu- 
facturing units in Australia with a wide 
range of products. These are supple- 
mented by the supply from Britain of the 
highly technical products; and all the sales 
and work on the construction side are co- 
ordinated through B.I.C.C. (Australia) Pty. 
Ltd., which is an Australian company with 
Australian directors. 


MULLARD PUBLICITY DEPARTMENT ADDRESS. 
—The Publicity & Press Departments of 
Mullard Limited now occupy new offices 
at 1, Gerrard Place, Shaftesbury Avenue, 
London, W.C.2. The telephone numbers 
are Gerrard 9941 to 9945, All corre- 
spondence should continue to be addressed 
to Century House, Shaftesbury Avenue, 
WAS2. 
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Questions in Parliament 


Passenger Transport Facilities in London 
Area 

Mr. Ernest Davies (Enfield E.—Lab.) on 
April 12 asked if the Minister of Transport 
& Civil Aviation would request the London 
& Home Counties Traffic Advisory Com- 
mittee to inquire into the possibility of ex- 
tending the staggering of working hours 
in the London Transport Area and to re- 
port on its effect upon transport facilities 
and costs. 

Mr. Hugh Molson (Parliamentary Secre- 
tary to the Ministry of Transport): This is 
one of a number of proposals which the 
Minister is considering to relieve conges- 
tion in London. 

Mr. Davies said that travelling conditions 
in London at peak periods were becoming 
impossible, and that unless some construc- 
tive action of this nature was taken they 
would experience a continually increasing 
cost inevitably followed by higher fares. 

Mr. Molson said it was because of the 
increasing congestion that the Minister had 
various proposals under consideration at 
present. 


Nyasaland Railways 

Mr. James Johnson (Rugby—Lab.) on 
April 15 asked the Secretary of State for 
the Colonies to indicate when he intended 
to take over the ownership of the Nyasa- 
land Railways. 

Mr. Oliver Lyttelton, in a written reply, 
stated:—If at any time any such proposal 
were under consideration I doubt whether 
the public interest would be served by in- 
dicating the fact in advance. In any case 
this is now largely a matter for the Federal 
Government by virtue of Item 20 of the 
Federal Legislative List. 


Contracts & Tenders 


The British Transport Commission has 


placed the following orders for 16-ton 
standard mineral wagons: 
Birmingham Railway Carriage & 
Wagon Co. Ltd. ’ Ss . 2,500 
Cravens Railway Carriage & Wagon 
Co. Ltd. F is ai .. 1,000 
Fairfield Shipbuilding & Engineering 
Co. Ltd. - = mr .. 1,400 
P. & W. MacLellan Limited .. - oe 
Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. ute ; ss: ego 
Tees-Side Bridge & Engineering Co. 
Ltd. 4 iy : 500 
G. R. Turner Limited 250 
Central Wagon Co. Ltd 910 


British Railways, Eastern Region, have 
placed the undermentioned contracts: 

George Simpson (London) Limited, London, 
S.W.1: repairs to roofs of erecting, boiler and 
turning shops and ancillary buildings at New 
England Motive Power Depot 

Metropolitan-Vickers Electrical Co. Ltd., 
Manchester, 17: supply of five electric train 
heating boilers for installation in five Bo-Bo loco- 
motives for Manchester-Sheffield-Wath electri- 
fication 


British Railways, London Midland Re- 
gion, have placed the following contracts : 

Whitley Moran & Co. Ltd., Liverpool: 
repairs to bridges Nos. 10 and 23 at Ashton- 
under-Lyne and Audenshaw 

J. B. Johnson & Co. Ltd., Liverpool 7: 
accommodation for staff at Walton Sidings 

Redpath Brown & Co. Ltd., Manchester: 
supply and delivery of steelwork for the engine 
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shed roof renewal at 
Power Depot 

Redpath Brown & Co. Ltd., London, W.¢ 
supply, delivery and erection of steelwork 
alterations to the supports of staff dining rox 
and Hotels Department buildings at Euston 


Workington Mot 


The India Supply Mission is  inviti 
tenders for steel sleepers. Full details a 
given under Official Notices on page 507 


Tenders are invited by the High Con 
missioner for India for carriage whee 
and axles. Full details appear und 
Official Notices on page 507. 


The Special Register Information Se 
vice, Board of Trade, Export Servic 
Branch, states that the British Consulat 
General at Lourengo Marques has reporte 
that the Ports, Railways & Transport De 
partment for the Beira Railways is calling 
for tenders for sleepers, rails, screws 
points, etc. Tenderers must make the fo! 
lowing provisional deposits: for metal rail 
Esc. 100,000, metal sleepers Esc. 120,000 
screws, unions, etc., Esc. 30,000, points 
Esc. 30,000. The closing date for the re 
ceipt of tenders is June 30. 

A copy of the tender documents (in 
Portuguese), including specifications and 
conditions of contract, may be borrowed 
by United Kingdom firms in order of 
application to the Branch (Lacon House. 
Theobalds Road, London, W.C.1). 

United Kingdom firms can submit 
tenders only through firms established in 
Mozambique whose names are registered 
with the Stores Department of the Trea 
sury (Almoxarifado de Fazenda), Lourengo 
Marques. 


The Director General of Supplies & 
Disposals, New Delhi, is inviting tenders 
for: 

(a) axleboxes for metre-gauge locomotives: 

(b) wheel centres (three items, of 24, 48 and 

24): 

(c) 900 nipples for hard grease guns; 

(d) assorted copper joint rings 

The following 
quoted:— 

(a) SRI/16046—E/IV 

(b) SRIA/16239—E/I 

(c) SRI/16186—E/LV 

(d) SR1/1754—D/II 

Tenders will be received by the Director 
General of Industries & Supplies, Shah- 
jahan Road (Section SRI), New Delhi, up 
to 10 a.m. on (a) May 3; (b) May 5; (c) 
May 5; (d) May 11. i 

Forms of tender are available only for 
purchase in India from the Deputy Direc- 
tor General (Supplies), Directorate General 
of Supplies & Disposals, New Delhi: 
Director of Supplies & Disposals, Bombay 
or Calcutta, or Deputy Director of Sup- 
plies & Disposals, Madras. 

If the date for the receipt of tenders 
does not allow sufficient time for tenderers 
to obtain tender forms from India, they 
may submit their quotation to India in 
their own letter form or by telegram so 
long as all essential particulars are given 
and provided they simultaneously apply 
for the tender forms and return them duly 
completed as quickly as possible on the 
basis of advance quotations already sub- 
mitted. A copy of the tender form can be 
examined at the India Store Department, 
32-44, Edgware Road, London, W.2, on 
application to the “CDN” Branch. The 
drawings can be seen at the offices of 
Hodges Bennett & Company, 59-60, Petty 
France, London, S.W.1, from whom 
copies may be obtained at a fixed price 
per sheet. 


should be 


references 
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The Director-General of Supplies & Dis- 
sosals, New Delhi, is inviting tenders for 
assorted brake components. Tenders are 
o be submitted to the Director-General 
f Industries & Supplies, Shahjahan Road, 
New Delhi (Section SRI), quoting reference 
SR1/18910-D/IT and will be received up to 
10 a.m. on May 18. 

Forms of tender are only available for 
yurchase in India from the Deputy Direc- 
or-General (Supplies), Directorate General 
of Supplies & Disposals, New Delhi: 
Director of Supplies & Disposals, Bombay 
or Calcutta; Deputy Director of Supplies 
& Disposals, Madras. 

If the date for the receipt of tenders does 
not allow sufficient time for tenderers to 
obtain tender forms from India, they may 
submit their quotation to India in their 
own letter form or by telegram so long as 
all essential particulars are given and pro- 
vided they simultaneously apply for the 
tender forms and return them duly com- 
pleted as quickly as possible on the basis 
of advance quotations already submitted. 

A copy of the tender form can be 
examined at the India Store Department, 
32-44, Edgware Road, London, W.2, on 
application to the ‘CDN’ Branch and 
drawings can be seen at the offices of 
Hodges, Bennett & Company, 59-60, Petty 
France, London, $.W.1, from whom copies 
may be obtained at a fixed price per sheet. 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, states that the United Kingdom 
Commissioner at New Delhi has reported 
a call by the Directorate-General of Sup- 
plies & Disposal, Shahjahan Road, New 
Delhi, for tenders for superheater elements 
and details (Tender No. P/SW2/183/22- 
E/1). 

The closing date for the receipt of 
tenders is May 19. If there is insufficient 
time in which to obtain the documents 
from India, tenderers are advised to sub- 
mit quotations by letter and, at the same 
time, ask for a set of the tender documents 
to be sent to them, which documents they 
should undertake to complete and return 
as soon as possible on the basis of the 
quotations made by letter. 

A set of the tender documents including 
conditions of contract and drawings is 
available for loan to United Kingdom firms 
in order of application to the Branch 
(Lacon House, Theobalds Road, London, 


W.C.1.). 


BEYER, Peacock & Co. LTD. EXPANSION. 
In his annual review Mr. Harold Wilmot. 
Chairman of Beyer, Peacock & Co. Ltd., 
referring to the results for the year ended 
December 31, 1953, of which some details 
were given in last week’s issue, states that 
present locomotive orders will provide 
continuity of production at present load 
for over two years. The associated com- 
pany, Metropolitan-Vickers—Beyer Pea- 
cock, has ample orders to justify a continu- 
ing build-up of production facilities. This 
company retained its profits in 1953, and 
Mr. Wilmot anticipates that a further and 
larger profit will be made in 1954. A pro- 
fessional valuation of all the land, build- 
ings, plant and machinery belonging to the 
group revealed a figure of £2,301,397 at 
December 31, 1953. These assets, exclu- 
sive of loose tools, etc., stand at £1,471,015 
gross, less depreciation reserves of 
£563,797. The group balance-sheet shows 
a liquid balance of £2,108,476, against 
£1,191,676 at the end of the previous year. 
The board now considers it appropriate to 
increase the authorised capital to 
£3,000,000 by the creation of £1,000,000 
additional new £1 shares. 
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Notes and News 


Sales Engineer Required. — Applications 
are invited for the post of sales engineer 
required for rail traction projects, able to 
prepare quotations, tenders, and specifica- 
tions for engines for diesel locomotives of 
all types up to 2,000 h.p. See Official 
Notices on page 507. 


Soil Mechanics Assistant Required.—A 
soil mechanics assistant is required by 
British Railways at Kings Cross. Success- 
ful applicant will be required to take 
charge of the section dealing with soil 
mechanics and should have a sound know- 
ledge of the theory and practice of soil 
mechanics with ability to organise investi- 
gations, control staff and equipment, and 
to prepare reports. See Official Notices 
on page 507. 


Railway Benevolent  Institution—At a 
meeting on April 21 the Board of the Rail- 
way Benevolent Institution granted annui- 
ties to seven widows, three members, and 
three children involving an _ additional 
liability of £257 15s. per annum. Seventy- 
six gratuities also were granted amounting 
to £748 6s. to meet cases of immediate 
necessity. Grants made from the casualty 
fund during the month of March amounted 
to £763 10s. 


Pressed Steel Co. Ltd. Higher Profit and 
Dividend.—The preliminary statement for 
the year 1953 issued by the Pressed Steel 
Co. Ltd. shows increased profits, and a total 
dividend of 17} per cent on the £3,314,444 
capital as increased by a 100 per cent scrip 
issue, against a total distribution of 20 
per cent on the smaller capital. The final 
dividend recommended is 124 per cent 
making equivalent to 35 per cent on the 
old capital. The 1952 total of 20 per cent 
included a Coronation bonus of 5 per cent. 


Sir John Elliot’s Visit to Piccadilly Line. 

Continuing his general tour of the Lon- 
don Transport system, Sir John Elliot, 
Chairman of the London Transport Execu- 
tive, visited the eastern section of the Pic- 
cadilly Line on April 9. After inspecting 
Cockfosters Depot, where he watched rou- 
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Sir John Elliot with Mr. V. T. Vincent, Yardmaster, Cockfosters ; 
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tine cleaning and maintenance work in 
progress, he went by train to Cockfosters 
Station to meet the staff and look round 
the station premises; while there he 
watched the coupling-up of one of the 
three-car units to a four-car train in readi- 
ness for the evening peak service. He 
then travelled by train to Manor House 
Station, stopping at various stations on the 
way to meet the staff and inspect buildings. 
He also visited Arnos Grove signal cabin. 
At ‘Manor House, Sir John Elliot spent 
some time watching the handling of peak- 
hour traffic. At the end of his tour he 
sent the following message to Mr. F. G. 
Maxwell, Operating Manager (Railways) 
and Mr. G. Yorke, Divisional Superinten- 
dent “C” (Railways) (Piccadilly & Dis- 
trict Lines): “Congratulations on a well- 
run railway.” 


Increased Air Travel.—United Kingdom 
air corporations and their associates last 
year carried more than 2,150,000 _pas- 
Sengers on their scheduled services—an 
increase of 25 per cent on the total for 
1952. Announcing these figures, the 
Ministry of Transport & Civil Aviation 
states that these passengers flew 1,428 
million passenger miles, an increase of 16 
per cent. Freight traffic increased by 
10 per cent to more than 33 million ton- 
miles, and mail traffic increased by 7 per 
cent to nearly 20,000,000 ton-miles, 


Exors. of James Mills Limited at the B.LF. 

This year this firm will be showing their 
full range of railway permanent way fast- 
enings and accessories at the British Indus- 
tries Fair, Castle Bromwich. This will in- 
clude various assemblies of No. 2 and No. 
3 Macbeth Spikes, Mills jaws and keys, 
spring steel rail keys for bullhead rail, with 
the Aladdin and Mills Hurcol rail and 
wheel flange lubricators. The Mills Hur- 
col is the latest addition to the firm’s pro- 
ducts. It has been developed from the 
Hurcol Model “ B” lubricator, which had 
proved so successful. This large-capacity 
lubricator with its automatic “empty ” 
indicator is capable of greasing high, low. 
and check rails simultaneously. One fea- 
ture is the simple method of controlling 
the grease output. No drilling or other 





on the left is 
Mr. G. Yorke, Divisional Superintendent, and on the right, Mr. A. W. Manser, 
Chief Mechanical Engineer (Railways), London Transport 
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preparation of the rail is required and it is 
readily adaptable to any type or size of 
rail. 


Brooke Tool Manufacturing Co. Ltd.—A 
final dividend of 124 per cent, making 20 
per cent for the year to September 25 last 
is declared by Brooke Tool Manufacturing 
Co. Ltd. The group net profit is £63,785 
(£94,407). 


Coventry Gauge & Tool Co. Ltd.—The 
Coventry Gauge & Tool Co. Ltd. has de 
clared a final dividend of 34 per cent, tax 
free, making 5 per cent for the year to 
August 31, 1953, on capital increased by 
300 per cent scrip issue. The net profit 
is £86,748 (£97,223) after taxation. The 
sum of £146,715 is carried forward. 


A.B.C. Coupler & Engineering Co. Ltd. 
Results.—The directors of the A.B.C. 
Coupler & Engineering Co. Ltd. are doub- 
ling the ordinary dividend to 25 per cent 


for the year ended September 30 last. 
Group profits were £51,480 (against 
£59,323 for 1952-53), after taxation of 


£58,808 (£49,591 and special expenditure 
of £6,380). It is proposed to issue one new 
fully paid ordinary share for each share 
held. 


G.W.R. (London) Dramatic Society.—The 
Great Western Railway (London) Drama- 
tic Society presented “ Black Chiffon,” by 
Lesley Storm, at the Rudolf Steiner 
Theatre, London, N.W., on April 23 and 
24. The part of the mother was played 
by Phyllis Griffiths, that of her husband 
by Alec Griffiths, The role of the son 
was taken by Oscar Whitaker, and that of 
his fiancée by Dorothy Langford. Arthur 
Clapp, who also produced the play, filled 


the role of Dr. Bennett Hawkins, the 
psychiatrist. 

New Parcels Office at Fenchurch 
Street—A new parcels office has now 
been brought into public use at Fen- 
church Street Station, British  Rail- 
ways, Eastern Region. Designed on 
modern lines the new office has direct 


access to the street and will allow free 
circulation of barrows passing from the 
booking hall and street to platform level. 
A general office, insured parcels lock-up, 
and staff messroom are included, and two 
30-cwt. goods lifts have been installed. The 
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original parcels office was destroyed by 
enemy action in 1940, and since then par- 
cels traffic has been dealt with additionally 
in the left luggage office, which will now 
revert to its former use. 


Expert Tool & Case Hardening Co. Ltd.— 
The consolidated group net profits for 1953 
of the Expert Tool & Case Hardening Co. 
Ltd. were £127,261 (£166,288). Net profit 
after taxation was £54,761 (£62,888). The 
final dividend on ordinary shares is 164 
per cent, making 274 per cent. The sum 
of £42,859 is carried forward. 


Glenfield & Kennedy Limited Results.— 
The directors of Glenfield & Kennedy 
Limited recommend a final ordinary divi- 
dend of 12 per cent, compared with 10 per 
cent for 1952, making 17 per cent for 1953 
(15 per cent). Consolidated net profits 
were £426,768 and were arrived at after 
charging taxation of £895,565 and supple- 
mentary depreciation of £61,824 and after 
crediting provisions for taxation no longer 
required of £35,525. The net profit attri- 
butable to outside shareholders was 
£13,914 (£13,198) and amount retained by 
subsidiaries was £122,588 (£57,059), leav- 
ing the net profit of the parent at £290,266 
(£221,609). The reserve for increased cost 
of replacement of fixed assets is allotted 
£50,000 and the general reserve receives 
£100,000. Preference and ordinary divi- 
dends absorb £139,525 and £88,250 is car- 
ried forward. 


Runaway Horse Stopped by British Rail- 
ways VanbOy.—For stopping a runaway 
horse in a Leicester street, vanboy Ralph 
Lock, aged 16, of British Railways, Lon- 
don Midland Region, was summoned to 
Euston on April 22 to receive congratula- 
tions and a monetary award for his gal- 
lantry from Mr. J. W. Watkins, Chief Re- 
gional Manager. On February 23, vanboy 
Lock was standing at the rear of his van 
in Churchgate while the driver was calling 
at nearby premises, when the horse took 
fright and bolted. He gave chase but 
could not gain the driver’s seat. He 
jumped on to the van from the rear, 
clambered over the parcels, tore away the 
canvas partition, stood on the brake, and 
pulled hard at the reins. The horse came 
to a stand in a one-way street which it 
had entered from the wrong direction. 
There is no doubt, it is stated, that but 








Parcels office at Fenchurch Street, showing parcels receiving counter. 


The space 
in the left foreground is for a weighing machine, installed subsequently 
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for vanboy Lock’s courageous and det+y- 
mined action, a serious accident wor!< 
have occurred, 


G. D. Peters & Co. Ltd.—The consolida 
total income of G. D. Peters & Co. | 
for 1953 was £200,494 (£203,493), 
profits, after tax, were £75,065 (£86,9° 
The total dividend is 20 per cent. »} 
liquid assets amounted to £806 
(£889,892). 


ao 


North British Locomotive Co. Ltd. Reco 

Turnoyer.—The turnover of the No: 

British Locomotive Co. Ltd. in 1953 w 

a record, and 97 per cent was for expo 

Mr. J. B. Mavor, Chairman of the co 

pany, the results of which for 1953 we 

given briefly in last week’s issue, cor 

menting on this, points out that in presei 
circumstances such a high proportion « 
export business is unhealthy: in othe 
countries the railways do not build the 
own locomotives, and it is very hard t 
compete with Germany and Japan wit! 
out support from the railways at home 
when export orders are short. For thy 
current year there is a reasonable amoun 
of work in hand, but he gives warning o 
severe world competition in future 
Steady progress is reported in conjunctio: 
with C. A. Parsons & Co. Ltd. in con 
struction of the coal-burning gas turbinc 
locomotive, though it will be about a yea 
before it is completed. 


B.E.A.M.A. Annual Report.—lIn its repor' 
for 1953-54, the British Electrical & Allied 
Manufacturers’ Association warns that the 
planned increase in the nation’s electricity 
supplies is not enough to meet the growing 
needs of British industry. To provide for 
essential re-equipment and supply enough 
electrical horse-power per worker, at least 
2,000 MW. of new generating plant should 
be installed each year. In 1953 1,413 MW. 
of new plant was put into commission, and 
present capital investment plans do not 
allow for yearly increases above 1750 MW. 
over the next three years. The electrical 
industry was again the second biggest ex- 
porter among British industries. In 1953 
its exports reached nearly £212,000,000 in 
value, despite fierce competition from 
foreign firms. The report discusses the 
effect of export incentives and subsidies 
operated by Continental competitors, and 
states that intense foreign competition for 
export orders must be expected to continue 
this year. 


Vulcan Foundry Limited Resulis.—The 
Chairman of Vulcan Foundry Limited, 
Lord Bridgeman, in his statement accom- 
panying the report and accounts for the 
year 1953, comments on the shortage of 
steel plate, which for two years has created 
a bottleneck. Deliveries are running late 
which is disquieting in view of the return 
of competition. In some cases competitors 
are offering at prices 10 per cent below 
those quoted by the company, whereas 
until recently its prices were some 15 per 
cent below those of German manufac- 
turers. Despite difficulties earnings have 
staged a remarkable recovery, but Lord 
Bridgeman gives a warning that valuable 
orders from traditional British markets 
are going elsewhere. For the Indian 
Government Railways, which ordered 
some 650 locomotives in 1953, not one 
order came to the United Kingdom. He 
stresses the danger of wage increases— 
-wages being a high proportion of the cost 
of a locomotive—unless accompanied by 
greater productivity. The order book re- 
mains healthy, planned production for 
1954 including steam locomotives for Boli- 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
ocal Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a@ woman aged 18-59 
nelusive unless he or she, or the employment, is 
xcepted from the provisions of the Notification of 
Vacancies Order, 1952. 


‘THE INDIA SUPPLY MISSION FOR INDIA 
invites tenders for the supply of:— 30,000 
ong tons STEEL SLEEPER BAR (PLATE) or 


ROLLED TROUGH. Forms of Tender may be ob- 
ained from the Director General, India Store Depart- 
ment, 32/44, Edgware Road, London, .2, On or 
ifter April 30, 1954, at a fee of 10s. which is not 
returnable. Cheques to be made payable to “* High 
Commissioner for India.’’ Tenders are to be posted 
direct to India Supply Mission, 2536, Massachusetts 
Avenue, N.W. Washington 8, D.C., to reach there 
by 9.15 a.m. on June 28, 1954. Please quote refer- 
ence No. §.210/54/C.B./RLY. 


OUND VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 

of 25s. per volume, post free. Send your copies to 

the SUBSCRIPTION DEPARTMENT, Tothill Press, Limited, 
33, Tothill Street, London, S.W.1. 
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OFFICIAL NOTICES 


SOIL MECHANICS ASSISTANT required by 
British Railways at KINGS CROSS. Successful 
applicant will be required to take charge of the 
section dealing with Soil Mechanics and should have 
a sound knowledge of the theory and practice of 
Soil Mechanics with ability to organise investigations, 
control staff and equipment and to prepare reports 
Salary range £778/818. Five day week. Canteen 
facilities and permanency to suitable applicant after 
qualifying period of service. Free residential travel 
within certain limits and other reduced rate railway 
travelling facilities after qualifying period of service. 
Apply in writing giving full particulars as to age, 
experience, positions held, qualifications possessed, 
etc., to Civil Engineer, Eastern Region, British Rail- 
ways, Kings Cross Station, London, N.1. 


SALES ENGINEER required for rail traction pro- 

jects able prepare quotations, tenders, specifica- 
tions for engines for diesel locos. of all types up to 
2,000 HP. Applicants with knowledge of traction 
work preferred, but general experience of diesels 
would be considered. Apply giving full particulars 
appointments held, education and salary required, to 





via, Chile, India, Nigeria, and Victoria, 
and electric and diesel for Brazil, India, 
New Zealand, Spain, and Tasmania. A 
dividend is proposed of 9 per cent for the 
year, plus a bonus of 2 per cent, making 
11 per cent, as against 7 per cent for 1952. 


Road Accidents in March.—Casualties on 
the roads of Great Britain in March 
totalled 15,935. This was 95 more than in 
March of last year, and included 367 
killed, an increase of ten. The seriously 
injured numbered 3,788, a decrease of 
192; the slightly injured rose by 277 to 
11,780. 


Collision near Frankfurt.—A local passen- 
ger train collided on April 27 with the 
* Scandinavia-Italy ” express near Frank- 
furt/Main. Five coaches of the express 
are reported to have been derailed, whilst 
the engine overturned; the local passenger 
train was little damaged. Casualties as we 
went to press were stated to be four dead 
and some 60 injured. 


A, Reyrolle & Co., Ltd.—The statement of 
Sir Claude D. Gibb, Chairman of A. Rey- 
rolle & Co., Ltd., which is circulated with 
the report and accounts for the year ended 
December 31, 1953, draws attention to the 
crippling effects of taxation. The additional 
permanent capital raised by the firm during 
the year, he says, is less than the amount 
required to pay the taxation for the year 
and the capital expenditure on improved 
facilities for research and production. The 
profit for the year is £1,144,762, of which 
£831,688 is being placed to various re- 
serves, as is £20,000 to the employees’ 
benefit reserve. A final ordinary dividend 
of 74 per cent is recommended as is a 
capital distribution of 24 per cent, not sub- 
ject to tax, on the ordinary stock from 
the surplus of £100,476 arising from the 
sale of holdings in Morphy-Richards, 
Limited. 


British Wagon Co., Ltd.—Group net earn- 
ings for the year ended December 31, 1953, 
of the British Wagon Co., Ltd., were 
£529,261, compared with £435,655 for the 
previous year. This was increased by 
other income to £543,576 (£453,578). De- 
preciation amounted to £40,942 (£28,671), 
tax was £214,885 (£175,795) including 
E.P.L. £25,750 (£5,200). Net profit was 
£139,168 (£125,330). The distribution, al- 
ready announced, is 15 per cent (124 per 
cent). General reserve receives £225,000 
(nil) and £209,270 (£358,627) is carried for- 
ward. Current assets amount to £6,532,059 
(£5,932,507) and liabilities £2,450,593 


Personnel Manager, Davey, Paxman & Co. Ltd., 
Colchester. 
(£2,008,219). Revenue reserves stand at 


£866,192 (£790,549). The directors propose 
to increase the borrowing powers from 
£4.000,000, to £6,000,000. The annual 
meeting is to be held at Rotherham on 
April 30. 


Steels Engineering Products Limited Con- 
ference of Distributors——From May 29 to 
June 6 nearly 100 overseas distributors and 
sales agents will attend a conference at 
Harrogate, organised by Steels Engineer- 
ing Products Limited. The programme in- 


cludes films and demonstrations of all 
Coles equipment, lectures on materials 
handling, crane selling technique, and 


future trends in design. Speakers will in- 
clude senior executives of the company and 
some users will speak on the application 
of Coles products to their own industries, 
including railways, iron and steel making, 
and constructional engineering. There will 
be free discussion on all sales and service 
topics. The aim of the conference is to 
bring together those responsible for de- 
signing and building mechanical handling 
plant and those responsible for selling 
these products abroad. Delegates will 
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"THE HIGH COMMISSIONER FOR INDIA invites 

tenders for the supply of:— 400 Pairs Wheels 
and Axles for 16 ton axle bogie carriage, Broad 
Gauge, completely assembled with rolled steel disc 
wheel centres, tyres 3 ft. 7 in. dia. on tread, glut 
rings and axle with 10 in. 5 in. journals. Forms 
of tender may be obtained from the Director General, 
India Store Department, 32/44, Edgware Road, 
London, W.2, on or after April 30, 1954, at a fee 
of 10s. which is not returnable. Cheques to be made 
payable to ** High Commissioner for India.’’ Tenders 
are to be delivered by 2 p.m. on Friday June 11, 
1954 Please quote reference No. S.6135/53 (HN. 
1326/52). 


DESIGN ENGINEER required for development 

of structures for Overhead Electrical Transmis- 
sion Lines, Railway Electrification, Aerial Ropeways, 
Floodlight Towers, etc. Successful applicant, who 
should have had a thorough theoretical training and 
practical experience in the design and application 
of these structures, would be expected to control 
and organise his own Department. Good prospects are 
offered to a man of initiative and resource. Box 
ies fa Railway Gazette, 33, Tothill Street, London, 


spend one day at Sunderland touring the 
firm’s works. 


One-Ton_ Electric Delivery Van.—The 
cartage fleet at Kings Cross, Eastern 
Region, has been augmented by five Smith 
N.C.B. one-ton electric vans, illustrated on 
this page. These vans are for parcels col- 
lection and delivery services. They are 
equipped with 243 amp.-hr. Young bat- 
teries. The range, with average half-load 
in undulating territory, is 37 miles, allow- 
ing for 12 stops per mile. The maximum 
speed is 18 m.p.h., fully laden, on a level 
road. 


F. Perkins Limited—At the recent 
annual meeting of F. Perkins Limited, 
Mr. F. A. Perkins, Chairman, referred 
in his statement to the record turn- 
over of £13,216,796 last year, an increase 
of 16 per cent on 1952. Net profit of 
£778,645 compared with £710,433. The 
directors recommended a 20 per cent divi- 
dend. The Chairman said that a like in- 
crease In Output was expected this year. 
Last year an agreement was signed between 
the company and its distributors in India, 





Smith N.C.B. one-ton electric van for Eastern Region parcels C. & D. 
delivery services 
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one of its best markets, whereby engines 
would be assembled in India as the first 
step to manufacturing engines there. Satis- 
factory business came from Cuba, Spain 
and Italy. 


(infield Cables Limited Results—The 
profit for 1953 of the group is announced 
by the directors of Enfield Cables Limited, 
after all charges except taxation, as 
£57,494, compared with £404,858 for 1952. 
Taxation required £40,735 (compared with 
£242,937) leaving the group net profit at 
£16,759, a decrease on the year of 
£145,162. There was a profit on sale of 
investments of £1,339 (£52,576) making a 
total group net profit of £18,158 (£214,497). 
The sum of £25,000 has been transferred 
from contingencies reserve to provision for 
contingencies (against £150,000 a year 
ago). The directors state that in view of 
these results and the unsatisfactory cur- 
rent trading position, they do not recom- 
mend the payment of a dividend for 1953 
on the ordinary stock (against 5 per cent 
for 1952). 


British Railways Amateur Boxing Cham- 
pionships.—Railwaymen from all parts of 
Great Britain will take part in the National 
Finals of the British Railways Amateur 
Boxing Championships at the Royal Albert 
Hall, London, on May 4, starting at 7 p.m. 
Sir Brian Robertson, Chairman of the 
British Transport Commission, will preside, 
and will present the awards to the winners. 
Among the guests will be Earl Alexander 
of Tunis, Sir Robert Burrows, a former 
Chairman of the London Midland & 
Scottish Railway, and Mr. Jack Tanner, 
President of the T.U.C. The finals in all 
ten recognised weights will be preceded by 
the semi-finals of the bantam, welter, and 
light middle weights. Nearly 250 railway- 
men from the six Regions of British Rail- 
ways entered for the competition, which 
started in January. Contestants at the 
Royal Albert Hall will include the present 
middle weight and light welter weight 
champions, the A.B.A. national fly weight 
champion, and the Police light middle 
weight champion. The championship was 
won in 1952 and 1953 by the Eastern 
Region. 





Forthcoming Meetings 


May 1 (Sat.).—Stephenson Locomotive & 
Manchester Locomotive Societies, at 
2.15 p.m. Special train tour from 
Preston to Longridge, Knott End Rail- 
way, Glasson Dock, Sandside, etc. 

May 1 (Sat.).—Permanent Way Institution, 
East Anglia Section. Visit to Lowes- 
toft Harbour Works and_ Sleeper 
Depot. — 

May 3 (Mon.) to May 12 (Wed.).——Institute 
of Transport. Visit to France. 

May 4 (Tue.).—Railway Students’ Associa- 
tion. Morning visit to London Trans- 
port Loughton Garage. 


May 4 (Tue.) to May 7 (Fri.).—The 
Society of Engineers (Incorporated). 
Centenary celebrations. 

May 6 (Thu.).—Electric Railway Society, 
at the Fred Tallant Hall, 153 Drum- 
mond Street, London, N.W.1, at 7.15 
p.m. Paper on “ Manchester-Sheffield 
Today,” illustrated by Mr. J. M. 
Clayton. 


May 7 (Fri.) to May 9 (Sun.).—Institute of 
Traffic Administration. Annual Con- 
ference at Prince of Wales Hotel, 
Southport. 
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May 7 (Fri.).—The Railway Club, at 57, 
Fetter Lane, London, E.C.4, at 7 p.m. 
Paper entitled “ By Rail to Lapland,” 
by Mr. R. Burrows. 

May 8 (Sat.).—Permanent Way Institution. 
Visit to Toton Marshalling Yards, 
London Midland Region. 

May 10 (Mon.).—Historical Model Railway 
Society, at the headquarters of the 
Stephenson Locomotive Society, 32, 
Russell Road, London, W.14, at 7 p.m. 
Talk entitled ‘“ Railway photographs 
from my collection,’ by Mr. George 
Dow. 

May 11 (Tue.).—Institution of Civil Engi- 
neers, at Great George Street, West- 
minster, S.W.1, at 5.30 p.m. Paper 
on “ Wear of steel rails; a review of the 
factors involved,” by Mr. J. Dearden. 

May 11 (Tue.).—Road Haulage Association, 
at Grosvenor House, Park Lane, W.1, 
at 12.30 for 1 p.m. Annual luncheon. 


April 30, 1954 


Principal guests: Mr. Alan Lenno» 
Boyd and Lord Brabazon. 

May 12 (Wed.).—Newcomen Society, in 
the Science Museum, Exhibition 
Road, South Kensington, S.W.7, at 6 
p.m. First Dickinson Lecture entitled 
“The new era in the _ history 
technology,” by Dr. Charles Singer. 

May 13 (Thu.) to May 14 (Fri.).—Institi 
tion of Locomotive Engineers, summ« 


meeting at Crewe, Chester anid 
Shotton. 

May 15 (Sat.).—Permanent Way Institi 
tion. Visit to Toton Marshallin; 


Yards, London Midland Region. 
May 26 (Wed.) to May 29 (Sat.).—Britis! 

Railways & London Transport Ex 

hibition of latest developments of rail 


way locomotives, rolling stock, and 
engineering equipment at Willesde: 
Motive Power Depot. Wednesday 3 


to 7 p.m. Thursday to Saturday in 
clusive, 10 a.m. to 7 p.m. 


Railway Stock Market 


The strength and rising prices which 
have featured stock markets for weeks re- 
ceived a moderate check, the international 
situation having made for caution. With 
buyers Jess in evidence, values declined 
both in the gilt-edged and industrial sec- 
tions. Nevertheless compared with a week 
ago many shares were again higher on 
balance because the reaction in prices on 
Monday and Tuesday was inclined to 
attract renewed demand. The view per- 
sists that sooner or later a cut in the bank 
rate is likely, and financial results continue 
to show a general tendency to pay more 
liberal dividends. The rise in share values 
this year, however, has been so pronounced 
that it is not surprising that demand is 
now becoming much more selective. 

Foreign rails again were featured by 
activity in Manila Rails on confirmation of 
the sale of the holding of Manila Railroad 
bonds to the Philippine Government and 
estimates of the break-up value of the 
Railway company’s debentures and shares. 
They are all quoted in the market below 
their estimated break-up values. The “A” 
debentures have moved up further to 144, 
but this compares with a break-up of 153. 
while the * B” debentures, whose break-up 
is estimated at 141, are 134. The preference 
shares are 18s. 6d. but should have a pay 
out of 20s. Allowing for liquidation ex- 
penses, it seems that the ordinary shares 
which are now quoted at 8s. 6d. may be 
worth up to 13s. 

Antofagasta ordinary stock has changed 
hands around 8+ and the preference stock 
around 40, while there was some activity 
in the 5 per cent (Bolivia) debentures up 
to 70. 

Dorada Railway ordinary stock con- 
tinued to attract attention on estimates of 
their break-up value in the event of an 
offer for the railway, though there is no 
evidence that this much talked of take- 
over is in early prospect. If it comes along 
there is no doubt the ordinary stock would 
be worth much more than its current price 
of 76. The 6 per cent mortgage debentures 
remain tightly held and quoted at 90. Costa 
Rica ordinary stock was 9 and the 6} per 
cent second debentures 454. 

Guayaquil & Quito 5 per cent bonds 
were 50, and Paraguay Central 6 per cent 
debentures have been dealt in at 20. 

Among Indian stocks, Barsi transferred 
at 126. Elsewhere, Emu Bay 5 per cent 
and 44 per cent debentures were 204 and 


62} respectively, and Midland of Western 
Australia ordinary stock 22. Nyasaland 
Railways 34 per cent debentures were 794. 

Canadian Pacifics eased to $44. The 4 
per cent preference stock and 4 per cent 
debentures were £654 and £904 respectively 
White Pass no par value shares eased to 
$244 and the convertible debentures were 
down to £87. 

United of Havana second income stock 
remained firmly held and quoted at 43, 
with the consolidated stock 6}. Mexican 
Central “A” debentures were 77. San 
Paulo units changed hands around 5s. 6d. 

Nitrate Rails shares were 20s. 3d. and 
Taltal Railway shares 14s. Brazil Rail- 
way Bonds were dealt in around 63. 

Road transport shares remained firmly 
held with Southdown at 3ls., West Riding 
35s. and Lancashire Transport 47s. Devon 
General were 29s. 6d.xd. and Trent Moto: 
Traction 32s. 3d.xd., with Rhonnda Trans- 
port 27s. 6d. and Ribble Motor Services 
36s. 3d. After rising further, B.E.T. 5s. 
“A” units eased to 44s. 44d. 

After their recent upward trend engi- 
neering and kindred shares reflected the 
easier turn in markets earlier this week, 
but declines generally were not more than 
a few pence. Vickers were 56s. 6d.xd. 
awaiting the full results and chairman’s 
annual statement for any news as to the 
decision on reacquiring English Steel. Cam- 
mell Laird 5s. shares at 14s. 3d.xd. also 
lost a part of the rise which followed the 
higher distribution and share bonus news. 
Babcock & Wilcox remained steady at 
57s. 3d. on hopes of a bigger distribution, 
and Clarke Chapman strengthened to 
76s. 3d. Ruston & Hornsby have been firm 
at 50s. 3d., also T. W. Ward at 95s., but 
Guest Keen eased to 59s. 

After the rise which followed the good 
impression created by the important finan- 
cial results that have come to hand re- 
cently, the shares of locomotive builders 
and engineers reflected a little profit- 
taking. 

Beyer Peacock eased to 36s. 3d. Glou- 
cester Wagon 10s. shares were 17s. 6d., 
Vulcan Foundry 24s.xd., North British 
Locomotive 15s. 10}d.xd., and Wagon Re- 
pairs 5s. shares 12s. 74d. Hurst Nelson 
were 42s. at Glasgow. Elsewhere, Birm- 
ingham Carriage changed hands around 
26s. 6d. Charles Roberts 5s. shares were 
8s. 104d. and G. D. Peters 5s. shares 
23s. 9d.xd. 
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